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THE ST. LAWRENCE WATERWAY 


In an address by Henry F. Merrill, of Portland, 
Maine, chairman of the State of Maine Foreign and 
Domestic Commerce Commission and member of the 
executive committee of the New England Foreign and 
Domestic Commerce Commission, before the Boston 
Chamber of Commerce recently, distributed by the New 
England Traffic League (404 Chamber of Commerce, 
Boston), we have a treatment of the Great Lakes-St. 
Lawrence Canal project that is valuable, because Mr. 
Merrill deals with some of the questions that arise in the 
minds of men who wish to know the real facts. He 
handles the matter from the New England point of view 
and is frankly against the project, as might be expected ; 
but his argument does not rest solely on sectionalism, 
though he weakens it somewhat at the outset by his state- 
ment that the proponents of the plan “must realize that 
the benefits of this waterway, if completed and used as 
a project, must, of necessity, work injury to the seaboard 
states and cities of our great nation.” In so far as this 
is an admission that the plan would work, his argument 
—which is that it would not work—is inconsistent, but 
we believe this to be more an error of construction than 
of anything else, for in the rest of his address he con- 
Siders the plan on its merits, dealing with the alleged 
attempted injury to the seaboard states and cities—New 
England especially—merely in order to show what he 
thinks to be the motives of some of those behind the 
plan. So—though his argument might be likened some- 
what to that of the man who, charged with harboring a 
Vicious dog that had bitten a child, alleged, first, that the 
dog was not out of the yard on that day; second, that 
the dog had no teeth ; and, third, that he had no dog any- 
how—it is, nev ertheless, a convincing array of facts that 
ought to be considered by the man who hitherto has been 
lured, by beautiful pictures of ocean liners loading and 
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unloading at lake ports, to support something that he 
knew nothing about. 

Mr. Merrill sees, in the fact that the proposed water- 
way would of necessity be closed during the five winter 
months, a practical objection to the building of the canal ; 
furthermore, he thinks the project physically impracti- 
cable, and he quotes from the report of the Roosevelt 
commission, that “there are certain difficulties in the way 
of such a canal being a success. No matter by whom 
conducted, it is intended to be used by vessels which can 
navigate the ocean, canals, and lakes. We do not believe 
that such vessels can be constructed, so as to be eco- 
nomically a commercial success.” 

He takes particular exception to the statement ad- 
vanced by proponents of the waterway, that 75 to 80 per 
cent of all merchant vessels would be able to and would 
use the waterway. He argues that it is a well-known 
fact that vessels of over 21 feet draft cannot safely be 
navigated in a 25-foot channel, such as is proposed, and 
contends that only 186 of the 1,503 vessels built by the 
United States government since the beginning of the 
war are of 21 feet or less draft, loaded. 

The cost of operating a 10,000-ton trans-Atlantic 
ship, Mr. Merrill says, is $100,000 a round trip, and it has 
been estimated that such a ship can make one more trip 
each year from Boston to Liverpool than from New York 
to the same destination. He adds: “What would be 
the result in the earnings of the same ship in the navi- 
gation of 1,339 extra miles of restricted waterways and 
locks from Montreal to Duluth?” 

“The marine insurance rates,” he continues, “are an- 
other important factor in the operation of steamships, 
and I am assured by insurance men that the rates must 
probably be three or four times as great as ocean in- 
surance.” 


With the completion of the canal and the dredging 
of the waterways, Mr. Merrill contends, the job would 
only be begun. He points out that the average depth of 
all lake ports is only 19 feet, and that it is as little as 17 
feet in some localities. It would mean, he insists, the 
expenditure of “countless millions of federal money,” in 
order to make these harbors usable, and many millions 
more of private capital to provide the dock facilities. 

The hydro-electric feature of the proposal, Mr. Mer- 
rill dismisses as an afterthought of the men who urge 
the waterway, brought in to conciliate eastern opponents. 
He insists that the waterway should stand on its own 
merits without having, “for obvious reasons,” 
electric feature as a prop. 


the hydro- 























THE TRAFFIC WORLD Vol. XXIX, No. 18 


May 

GULF, NOBILE & NORTHERN 
RAILBOAD will 
Dependable, Fast Freight Service mo’ 
has resulted in a substantial move- the 
ment of traffic via the tha 


ext 


Gulf, Mobile and “a 
Northern Railroad | f :: 


ton! 
To further augment our Service be- 





tween Northern centers and Southern and I 
Southwestern points another Fast Freight 
Schedule is being inaugurated. hoo 
: ; : bef 
To expedite your shipments route via tior 
Bells, Tenn., Jackson, Tenn., or New Al- 
bany, Miss. the 
any 
66 " exp 
THE ROAD OF SERVICE |{°: 
tur ) met 
Y ONT Offices at: hav 
y| ad = Va i CHICAGO, ILLINOIS MEMPHIS, TENNESSEE f 
~ aa ey: 551 Marquette Bldg. 536 Bank of Commerce Bldg. or 
aa oe DETROIT, MICHIGAN LOUISVILLE, KENTUCKY the 
7 Ey ‘s 704 Free Press Bldg. 302 Louisville National Bank Bldg. ion 
(eR, yy £4 ST. LOUIS, MISSOURI NEW ORLEANS, LOUISIANA aa 
Xz NG Kw Nw +« 426 Pierce Bldg. 1012 New Hibernia Bldg. aul 
“a ti KANSAS CITY, MISSOURI MOBILE, ALABAMA 
717 Railway Exchange Bldg. 71 Conti Street not 


for 
on: 
tior 





bee 
leas 
PACIFIC COAST STORAGE |}: 
tho 
hea 

The PORT OF TACOMA offers storage facilities 
on its PIER ONE for the assembling of shipments of . 
lumber, steel rails, plates, machinery and all heavy and , 
bulky cargo at low rates and with generous free time ma 
privileges. pa 
cer 
Ships of all lines call at this dock. sk 
th 
PORT OF TACOMA : 


612 Tacoma Bldg. 
Tacoma, Washington 









$ldg. 


Bldg. 











May 6, 1922 





The promise of friends of the measure, that grain 
will be stored at Portland and Boston in the seven open 
months so that it may be exported from those ports in 
the winter is examined by Mr. Merrill, who points out 
that the elevator facilities of the two cities are not nearly 
extensive enough to take care of this hypothetical busi- 
ness; and he adds that some consideration should be 
given to the carriers and their finances before spending 
a lot of money on a project, the hope for which contem- 
plates taking from the railroads a large part of their 
tonnage. 
INTERVENTIONS BEFORE LABOR BOARD 

Now that the dust has cleared away and the likeli- 
hood of a recurrence of the argument over interventions 
before the Labor Board seems remote, a few observa- 
tions on the question may not come amiss. 

The board has decided definitely that its policy for 
the future will be not to admit outsiders as parties to 
any dispute, thus, in effect, preserving the principle 
expressed over a year ago when the National Industrial 
Traffic League tried to intervene in the national agree- 
ments case. At the same time it has expressed itself as 
having the power, under the law, to seek where it wishes 
for information. It was on that ground that it allowed 
the Traffic League to present its petition and the Na- 
tional Industrial Conference Board to make its presen- 
tation. 

Aside from the question of law, which may or may 
not be correctly interpreted by the board, the real reason 
for refusing to permit interventions is, we think, a fear 
on the part of the board that to allow one such interven- 
tion might mean that hundreds would follow. It has 
been said by board members that the intervention of the 
league, if allowed, would be the signal for the appear- 
ance before the board of outside labor organizations, 
community industrial associations, and even social and 
church societies, with similar demands. It was the 
thought of these members that if one outside party was 
heard, all of them would have the same privilege. 

Ignoring, for the moment, the fact that the board 
would have the liberty, and ought to have the good sense, 
to decide whether or not the claims of all prospective par- 
ties to be heard were as valid as those of an organiza- 
tion composed wholly of members that pay freight bills, 
the arguments seem to us to be mere shying at a bogey- 
man. We venture to assert that the board could openly 
announce that all parties desiring to do so could become 
patties to any dispute, and the gift would not be ac- 
cepted by five organizations or individuals within the 
first year, while it still bore the glitter of novelty. The 
appearance of any organization before the board to pre- 
sent testimony means an expenditure of money. And 
no one spends money unless he is certain he has some- 
thing to gain. That alone would serve to keep away the 
host of fanatics that the board intimated would inun- 
date it. 

Frank Walsh threatened to bring the Church Fed- 
fration into the wage case if the league’s petition were 
allowed in the record, but when Chairman Hooper ex- 
tended an invitation through him to the federation, he 

did not intimate that it would be accepted. The truth 
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probably is that the churches are not sufficiently inter- 
ested in the wage question to spend the money neces- 
sary to procure the necessary information to make a 
reasonable showing, and to send the proper men to the 
board to present such information. 

The Interstate Commerce Commission has been lib- 
eral in permitting interventions in cases of general inter- 
est, yet in the recent general rate inquiry, which created 
the widest kind of interest, only one outsider appeared, 
and he took, if we remember rightly, five minutes of the 
Commission’s time. There is no reason to believe that 
the situation would be any different if persons were 


allowed to intervene in the kind of cases the Labor Board 
handles. 


So far as the Traffic League is concerned, it merely 
got the fall it appeared to be riding for. It certainly 
could not have expected the board to permit it to inter- 
vene with the kind of petition it filed. It has completed 
the record by endeavoring to get its views before the 
board, and that is all. 


GENERAL RATE INQUIRY 


The Trafic World Washington Bureau 


It may be the Commission will decide the general rate in- 
quiry case within a few days, but, if so, those who have usually 
been able to foretell the promulgation of a decision of tha: 
importance four or five days in advance, have lost their powers 
of vision. It may be the decision will be handed down before 
the middle of May, but, if so, the usual signs are lacking. Some- 
times the Commission, like the Supreme Court of the United 
States, has been able to surprise those interested, but such 
instances have been few. 

Some of those interested, more in knowing the when than 
the what of this case, have been inclined to pessimism this 
week. One cause for the pessimism about the time of the com- 
ing of the report is caused by the improvement of business. 
In March, the railroads, as a whole, came much nearer earning 
what section 15-A contemplates than at any time since the 
issuance of the report in Ex Parte 74. One way of looking at 
the Commission’s inquiry is that it was instituted because busi- 
ness was bad. Bad business, by implication, reflected on the 
judgment of the Commission expressed in Ex Parte 74 when it 
held that the rates therein permitted would be just and rea- 
sonable for shippers and carriers—that is, that they would per- 
mit the shippers to do such a volume of business that both car- 
riers and shippers would be reasonably happy. With business 
improving and the -carriers coming within gunshot distance of 
the 6 per cent Congress said would be a fair return, the query 
arises whether the Commission’s judgment in Ex Parte 74 was 
so bad. 

Improvement in business, the continuance of the coal strike 
and the fact that the Labor Board has not made a decision with 
regard to any of the wage or working condition cases before 
it, tend, the pessimistically inclined argued, to persuade the 
Commission that there is no need for unusual efforts to come 
to a conclusion on the general rate inquiry. 


All this, however, is mere “dope,” speculation, gossip, or 
whatever it may be denominated. Commissioners have not hesi- 
tated, sometimes jocularly and sometimes seriously, to indicate 
to those interested in the when of the decision that they were 
not nearly so ready with their judgment as might be inferred 
from the reports published in Wall street and in so-called private 
advice circular letters, purporting to give the general outlines 
of the decision and forecast the time of its delivery. 

Many of those who have had much experience with the work 
of the Commission have long been inclined to the view that 
May would be at least half gone before a pronouncement might 
be expected. It would not surprise these persons if it did not 
come so soon. With business improving, notwithstanding the 
coal strike, the reason for a quick disposal of the case is not 
so strong as it was when it seemed business was on the way 
to the demnition bow wows in a hand basket. 

The Commissioners this week did an unusual thing. They 
devoted two whole days to listening to arguments. All of them 
gave ear to the discussion of the intrastate express rate cases. 
From that fact it would be as easy to infer they had disposed 
of the general inquiry, leaving only the routine work of prepar- 
ing it for the public to be done, as that they were taking their 
time to a consideration of the record, satisfied that no vital 
interest was being sacrificed by this attention to another case. 
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While they did that unusual thing, it was the understanding 
among those who took the trouble to inquire that they devoted 
more hours to a consideration of the details of the record on 
the days other than those two they spent in listening to the 
express cases, than in any preceding week. 


MARCH REVENUE NEARLY 6% 
The Trafic World Washington Bureau 


The class I roads earned a net railway operating income 
of 5.83 per cent in March—the nearest they have come to 
earning 6 per cent in any month under the transportation act. 
In October, 1921, they achieved a return of 5.4 per cent. 

In the three months ended with March they earned a net 
of 4.51 per cent. 

The class I roads in the eastern district, in March, had a 
return of 7.8 per cent—the highest return achieved in any dis- 
trict thus far under the act. This is attributed to heavy coal 
traffic in March, resulting from the then threatened coal strike. 

The story of the revenues and expenses for March this 
year and March, 1921, and the three months ended with March 
this year and the same period of last year, as told by the Bureau 
of Railway Economics, follows: 





Month of March 


Pct. 
Item 1922 1921 of Inc. 
Total Operating Revenues: 
Eastern District (incl. Poca. Reg.).....$242,565,480 $220,257,772 10.1 
Southern District (excl. Poca. Reg.).... 62,009,728 60,484,458 2.5 
NII. BIE, <4 oa Wierck weetcnie wa yiee oe 170,094,420 178,306,097 * 4.6 
Total—United States «ccc cccvscvcscces 474,669,628 459,048,327 3.4 
Total Maintenance Expenses: . 
Eastern District (incl. Poca. Reg.)..... 80,858,621 82,658,709 * 2.2 
Southern District (excl. Poca. reg.).... 20,716,840 22,492,737 * 7.9 
WROMUOISE BIMMRTIOE oo csiec cd occcrensneec'e sees 57,797,276 64,201,138 *10.0 
Wotal—Uniled Blais 66 ccceisc ccevedsiee 159,372,737 169,352,584 * 5.9 
Total Operating Expenses: . s 
Eastern District (incl. Poca. Reg.)..... 181,212,909 196,193,978 * 7.6 
Southern District (excl. Poca. Reg.).... 47,137,912 53,203,622 *11.4 
pre ere 132,577,622 150,713,589 *12.0 
Total—United States... ..ceccscdccocers 360,928,443 400,111,189 * 9.8 
Net Railway Operating Income: " " 
Eastern District (incl. Poca. Reg.)..... 47,863,471 11,827,161 
Southern District (excl. Poca. Reg.).... 11,093,394 4,016,643 
NN, TRING, 656 06 igs ee He-wslaeniesics . 24,554,023 14,963,262 
TOthI—U MG =Btates. « cccccvcrescvccce 83,510,888 30,807,066 
Rate Earned—Annual Basis: 
Eastern District (incl. Poca. Reg.)..... 7.80 1.93 
Southern District (excl. Poca. Reg.)..... 4.99 1.81 
po a ae 4.12 2.51 
"EOtCGl—L MOR BtAlOS. 2 ccvcsvcccvccceses 5.83 2.15 
3 Months’ Period Ended Mare - 
ct. 
Item 1922 1921 of Inc. 
Total Operating Revenues: 
Eastern District :(incl. Poca. Reg.).....$643,533,691 $646,545,534 * 0.5 
Southern District (excl. Poca. Reg.)..... 166,878,389 176,944,917 * 5.7 
CONN NN 0: sale: gc. ond tits a 6o: wre dqa“e 461,119,303 512,839,368 *10.1 
THRU need 4 StAlES oo sic ccc tidecese 1,271,531,383 1,336,329,818 * 4.8 
Total Maintenance Expenses: 
Eastern District (incl. Poca, Reg.)..... 220,063,279 254,920,366 *13.7 
Southern District (excl. Poca. Reg.)..... 57,154,949 67,236,739 *15.0 
yo ie ee A ce a rae a 162,938,363 193,566,845 *15.8 
Total—United States ...........0..000. 440,156,591. 515,723,950 *14.7 
Total Operating Expenses: 
Eastern District (incl. Poca. Reg.)..... 508,954,382 608,381,664 *16.3 
Southern District (excl. Poca. Reg.)..... 133,107,669 160,964,267 *17.3 
UUNNES  BIUMONNOE, c's 66 06 6 Ce ON oe cee 380,856,485 457,599,375 *16.8 
Total—United States ........ccceeesee 1,022,918,536 1,226,945,306 *16.6 
Net Railway Operating Income: “ 
Eastern District (incl. Poca. Reg.)...... 96,669,107 4,271,777 
Southern District (excl. Poca. Reg.)..... 22,797,965 6,361,245 
ao Bo cee rer ears 41,531,835 16,941,385 
TWOtCRE—-UMiOE States .ccccccscccsicscces 160,998,907 27,574,407 
Rate Earned—Annual Basis: 
Eastern District (incl. Poca. Reg.)..... 6.44 0.28 
Southern District (excl. Poca. Reg.)..... 4.03 1.13 
Boe ee eee re eee 2.76 1.12 
"PORRI—UCO, TUREGE oc ccccsccccecscce 4.51 0.77 


Average mileage Eastern District. 64,462.56; Southern District, 38, - 


442.66: Western District, 132,299.69; United States, 235,204.91. 
*Denotes decrease. 


Henry Ford’s D. T. & I. Railroad had a net railway oper- 
ating income of $176,659 in March, an increase of $116,889 over 
March, 1921, according to the report of the company filed with 
In the first three months of this year the net 
was $334,356, an increase of $582,957 over the same period in 


the Commission. 


1921. 


FARMERS AND THE RAILROADS 


Henry C. Wallace, Secretary of Agriculture, in an address 
before the Academy of Political Science in New York, April 28, on 


the subject, “The Farmers and the Railroads,” said: 


Either freight rates on agricultural products and on the principal 
commodities the farmers need to buy must come down quickly. to 
about pre-war levels, or prices of agricultural products must increase 
sufficiently to equal the increasing freight rates, or there will be pro- 
found readjustments in agricultural production, and these will involve 


readjustments in industry as well. 


Cherishing the hope that present high freight rates are tempo- 
the farmer is struggling to continue his farming operations 
without material change, and in the meantime casting about for ways 
by which he may overcome the handicap imposed upon him. The fruit 
and truck growers of the far west and southwest, for example, are 
turning to water transportation, and with the better adaptations of 
vessels to their needs may find in this way some measure of relief 
The wheat growers of the west also are 


rary, 


from the high freights. 
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using the shorter haul to water for export grains. To illustrate what 
is happening in this respect, 53 per cent of the wheat exported from 
this country in 1913 went out through the Atlantic and Canadian 
ports. In 1921, only 24 per cent passed through the eastern ports. Ip 
1913, the gulf ports handled 31 per cent of our export wheat, and in 
1921 slightly more than 59 per cent. Last year the east and west 
rail lines, which formerly handled the bulk of our grain, were running 
small trains with light loads, while the north and south lines in the 
surplus producing country, which had formerly handled less than 
one-third of our export grain, were hauling long trains, heavily loaded, 
and our southern ports were cangested with cars of grain waiting for 
ships that might be unloaded. 

In the case of crops for domestic consumption grown in the great 
surplus states east of the Rocky Mountains, water transportation is 
not available. The farmers in these states must use railroad to ship 
their surplus to market and the continuation of the present high 
rates must inevitably reduce the tonnage of coarse grains and hay 
shipped to the east. We hear some criticism of the agricultural sched- 
ules of the tariff bill now_under consideration by Congress. In point 
of fact, the duties proposed to be levied upon the principal agricultural 
products are hardly sufficient to equalize the additional freight tax 
which already has been imposed upon the farmers of the surplug 
producing states. The increase in railroad rates during the past five 
years has been in effect a differential against our own farmers in favor 
of the farmers of foreign nations with whom they must compete. 

To discuss in detail the effects upon agriculture and industry in 
general of the advances in freight rates of the past four years would 
require hours and days rather than minutes. In brief, if the present 
— a are continued for any length of time their probable effect 
wi e: 

First, to favor the farmers of South America and Australia at the 
expense of our own farmers, and all the more so because of the gub- 
stantial decreases in ocean rates. 

Second, to keep prices of farm products in the large surplus pro- 
ducing states at figures lower than are justified by the investment in 
land and equipment and cost of farm production, except during years 
of short crops. 

Third, to prolong the period of dissatisfaction among farmers and 
encourage advocates of economic fallacies of all sorts. 

Fourth, to improve the position of eastern truck and fruit grow- 
ers, but add considerably to the cost of production of milk and dairy 
products, because of the advanced prices of hay and coarse grains 
necessarily shipped in from the west. 

Fifth, to gradually shift industrial enterprises westward, nearer 
the surplus food producing territory. 

Sixth, to promote sectional rather than national spirit and make 
more and more difficult large national policies with respect to inter- 
national affairs. 


No good citizen can find comfort or satisfaction in contemplating 
such results. 


.,1 am not making a special plea for the farmer as against the 
railrgad. The relation between agriculture and transportation is s0 
very intimate and dependent that neither can afford to acquiesce ina 
condition which seriously affects the other. They must work together 
in harmony and understanding. The important point I am trying to 
make is this: That this nation has been built up by a system of low 
railroad rates designed to encourage the movement of our surplus 
agricultural crops long distances to manufacturing, industrial and 
business centers, with a corresponding return haul of manufactured 
products, and that a sudden reversal of this theory of rate making 
results in great economic injustice and if persisted in will keep us ina 
state of confusion and agricultural and business uncertainty for a pro- 
longed period. The need of permitting the railroads to charge rates 
sufficiently high to cover reasonable costs of operation and mainte- 
nance and yield a fair return upon the capital invested is so obvious 
that it must at once be conceded. Both commerce and agriculture 
require efficient transportation. But the folly of undertaking to estab- 
lish such rates wholly without consideration of their disastrous effect 


upon agriculture, the greatest industry of the country, is now apparent 
to everyone. 


.., Fhe most hopeful sign at the present time is the apparent recog- 
nition of the railroad management that our present high rates can not 
be continued without disaster to the railroads themselves, and that 
rates must come down to a point not far, if any, above the pre-war 
lish such rates wholly without consideration of their disastrous effect 
minded and clear thinking people in taking the steps which will make 
it possible to bring about the necessary reduction. 


TRANSPORTATION LEGISLATION 


The Trafic World Washington Bureos 


Senator Cummins, chairman of the Senate interstate com- 
merce committee, said this week he hoped to get out reports on 
the Cummins’ investigation and the Capper and Nicholson bills 
within the next three weeks. The investigation will be closed 
shortly. 

With regard to the changes in the transportation act, that 
would result from approval of the Capper or Nicholson measures, 
it is believed Senator Cummins will make use of the report of 
the joint committee representing the Commission and the state 
commissions in the matter of co-operation. 

Senator Cummins is on record as against repeal of section 
15-a as provided for in the Capper bill. Whether or not the plan 
worked out with respect to regulation of intrastate rates will be 
rat forward by him as a reason why there should be no change 
in section 13 of the act is not known. 

The committee has never held a meeting to consider the 
proposed repeal of section 15-a or the modification of section 13. 
Senator Cummins hopes to get the committee together withiD 
the next few weeks for that purpose. 


PETITIONS FOR REHEARING 

Complainant in No. 11779, Citizens’ Coal Mining Co. 
Director-General, Illinois Central et al., has asked the Commis: 
sion to grant a rehearing and reargument in that case. 

The Northwestern Coal Dock Operators’ Association = 
petitioned the Commission to grant a rehearing in No. 1108 
Roundup Coal Mining Co. vs. Director-General, Big Fork & 
ternational Falls Ry. Co. et al. 
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Current Topics 
| in Washington 





State and Interstate Hide-and-Seek.—There is a foundation 
for a pretty game of hide-and-seek between the state and federal 
commissions now that the Interstate Commerce Commission is 
removing the thirteenth section orders from the backs of the 
state bodies because they have rescinded the orders they passed 
denying Ex Parte 74 increases. Absolution granted to a state 
commission, because it has allowed intrastate rates to be 
prought up to the Ex Parte 74 level, restores that body to full 
power over rates for services that, nominally, at least, are 
wholly within the state. Full power means authority to change 
ihe level, because it exists by reason of the determination of the 
state body and not because the national Commission has said 
itshould. Full power also means that the state body can change 
that level at will, after performing what will satisfy the require- 
ment that things must not be done arbitrarily. West Virginia, 
it is believed, is a case in point. The commission of that state 
permitted the Pullman surcharge to be added to the passenger 
fares for rides within that state. Now it has decided that that 
is not a proper charge to make; therefore, it must come off. 
The national Commission is not a judicial body; it cannot issue 
an injunction; it has no power to suspend the tariffs filed in 
compliance with the orders of the West Virginia commission; 
all it can do is to institute a thirteenth section proceeding to 
determine whether the absence of a surchange in West Virginia 
constitutes a discrimination against interstate commerce. About 
the time the West Virginia commission thinks the national 
body is ready to hold that the lack of a surcharge causes a 
discrimination against interstate commerce, it can rescind its 
own order abolishing it and allow the Ex Parte 74 level to be 
restored. Then there would be nothing for an order of the 
national body to operate on. The state rate would be the same 
as the interstate. The state commission, further to complicate 
the matter, might make the state rate a bit higher than the 
level of Ex Parte 74 and thus shut off a complaint that West 
Virginia had deprived or was about to deprive the carriers of 
revenue needed to enable them to discharge their duties as 
carriers of interstate commerce. That would be the first move 
in the game. Then, after the record made by the Commission 
had grown somewhat stale through the lapse of time, the state 
body again could remove the surcharge, and that might be 
deemed the second step. West Virginia, for several weeks, has 
been conducting a general rate inquiry, presumably with a view 
to ordering a general reduction in state rates, some of which 
are higher than the Ex Parte 74 level. There is no way in 
which the federal body can put an end to that move. It will 
have to wait until West Virginia does something, and then, if 
the carriers are so-minded, they can bring a thirteenth section 
proceeding that will take time to conclude. All this is possible 
in the ese of West Virginia, simply because that is one of the 
states that accepted Ex Parte 74 and thereby retained full 
control over rates all the time. Illinois and Louisiana rescinded 
their contrary orders and thereby obtained forgiveness. Kansas 
declared the rates established by the thirteenth section order to 
be the legal rates and got a certificate of rehabilitation. 





Usurpation of State Power.—The decision of the Supreme 
Court in the packer-stock yards case, in which the statute 
empowering the Secretary of Agriculture to regulate things in 
the stock yards on the ground that what is done therein is a 
regulation of commerce between the states, gives pain to those 
who think that many of the court’s decisions in the last few 
years stretch the constitution to such an extent that there is 
nothing left that may not be taken from the states whenever 
Congress gets ready to do so. And the amusing part of the 
thing is that most of the legislation in which the most violent 
assaults on what used to be called state’s rights was enacted 
while the political party that was supposed to be the guardian 
of such rights was in power. By the reasoning the court used in 
approving that law, every flour mill that uses transit grain, 
it has been suggested could be brought under the control of the 
tational government because the grain was flowing in commerce 
between the states and the mill is but a throat through which 
the commerce flows, and the country is interested in having that 
flow steady and regular. The decision, it is believed, fore- 
Shadows approval by the court of the construction placed on the 
act creating the Federal Trade Commission under which it has 
called on the steel and coal industries for statistics of produc- 
Uon, under the contention that they are needed by it in the 
regulation of commerce. In the same way, the manufacture of 
— may be regulated in a short time, because some of the 
oe use transit lumber that has passed through a transit 
: and went only to the coffin factory while en route in com- 
lerce between the states. In much the same way, it has been 


Suggested, the control of road-building in the states.could be 
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taken over by the national government because the roads are 


highways over which flows commerce between the states and 
the regularity of flow requires that there be a symmetry and 
uniformity in construction and quantity of maintenance. Of 
course, the answer to the ironic remarks that have been made 
on the subject by those inclined to suggest that the Supreme 
Court thinks it is required to approve everything Congress does 
because it has been criticised for declaring so many statutes 
unconstitutional, is that the states can stop the so-called usurpa- 
tion by simply electing senators and representatives to Congress 
who will vote to repeal any and all such regulatory laws that 
may become obnoxious to them. The states have complete 
power to force the repeal of every statute that has deprived 
local officials of power they think they should have, just as 
they could get rid of the parts of the interstate commerce law 
that deprived the state commissions of the power to discrimi- 
nate against interstate commerce—a power that was never really 
theirs but which they exercised until the Commission made its 
Shreveport case decision. 





Depression Lightly Felt in Washington.—The increase in the 
duties to be performed by the national government, it is be- 
lieved, accounts for the fact that Washington has not felt the 
depression the rest of the country has been struggling with 
since late in 1920. The federal government has been discharg- 
ing its war workers by the thousands, but when they have been 
let out of one branch of the service they have gone to some 
other. That was necessary by reason of the new work taken 
over by the national government. The new additions to the 
regulatory work centered in Washington has brought to the 
Capital City thousands of men and women to speak for the 
men and interests brought into contact with the federal gov- 
ernment. The number of representatives of interests centered 
outside of Washington is constantly increasing. Those affected 
by the new regulatory laws must have representatives in Wash- 
ington to deal with the government. Correspondence is slow 
and unsatisfactory. It usually results in a form letter telling 
the inquirer some of the things he may not do without being 
in danger of being yanked before a federal court. It is believed 
foreign governments and foreign interests have hundreds of 
persons in Washington on their payrolls, directly or indirectly, 
each making inquiries about some matter in which some Ameri- 
can is interested because he has connections abroad that need 
to know what some official in Washington thinks might be done 
to forward that interest. By the foregoing it is not meant to 
insinuate that there is anything wrong in such representation, 
but merely to set forth what seems the fact—namely, that 
Washington, by reason of the war and the desire to regulate 
everything, in a way of speaking, has: become the capital of the 
world, and, as such, is more prosperous, probably, than any 
other spot on earth. 





Judge Page’s Labor Board Decision.—Judge Page’s holding 
that the Labor Board part of the transportation law is consti- 
tutional, with its implication that the legislative branch of the 
government has the power to regulate the terms of employment 
of the men engaged on interstate railroads, has attracted con- 
siderable attention. While he held the board had only advisory 
power, the thought back of the opinion is taken to be that, of 
course, Congress has the power to say on what terms men shall 
work for the carriers, if they work for them at all, in addition 
to forbidding acts calculated to prevent or hinder commerce 
between the states, but that it had not empowered the board to 
enforce its findings, on either the carriers or the workmen. 
Organized labor leaders, it is suspected, when the issue as to 
whether Congress has the power to forbid interruption of com- 
merce and establish the wages and working conditions is joined, 
will take the position that the orders of the board can be en- 
forced against the carrier corporations, but not against the men, 
if they all decide to quit at the same time. They would con- 
tend that enforcing the terms of a contract of employment 
would be slavery, ignoring the fundamental fact that slavery 
is not a contractual relation at all, while that of employment 
is wholly a matter of contract, in law, if not in fact; that it 
is enforceable always against the employer for specific perform- 
ance or damages in lieu thereof, but never against the employe. 
They would ignore, it is believed, the fact that the contract 
between a railroad and its employes is only by courtesy called 
a contract, because the terms are forced on the carrier com- 
panies by unions willing arid able to resort to physical terrorism 
to impose their terms. The harsh way in which the law of 
conspiracy was enforced against workingmen in England 200 
years ago resulted in the creation of the tyranny of organized 
workmen, which, for political reasons, has been fostered so that 
it has wholly displaced the employer terrorism. That is the 
situation which many of those who have read Judge Page’s 
opinion believe he intimated could be dealt with by Congress, in 
the exercise of its power to regulate commerce between the 
states. 





Poor Mail Service.—Dr. Work, Postmaster-General, unless 
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he is able to prescribe something for his sick organization, may 
find himself held up as the man who, in time of profound peace, 
has not been able to move the mails as expeditiously as Mr. 
Burleson moved them when the country was busy with war. 
President Harding is trying to reduce the expenses of the gov- 
ernment. The Post Office Department has not been paying its 
way for a long time. As a matter of fact, accountants could 
show that it never did pay its way even when Postmasters- 
General Hitchcock and Burleson were claiming it was making 
a profit. That, however, is another story. The present one is 
that the mail service has slowed up. The economy plans, it is 
suspected, have helped slow down the mails. Besides there 
have been suggestions of sabotage in the government service 
because employes in some departments have been asked to 
work as much as eight hours instead of the six and a half or 
seven that have been in vogue in the departments for many 
years. Government employes, as a rule, believe they were not 
as well treated during the war as was outside labor in the 
matter of increased wages. They did not obtain as large per- 
centage increases. Nor have they been cut, as have many other 
workers, so that, on an average, they are probably as well off 
as most classes. That, however, does not make them feel as 
ready to do as much work as reduction in the number of em- 
ployes requires, if there is to be no lessening of accomplishment. 
A.W. 


OIL RATE FROM SHREVEPORT GROUP 


The Trafic World Washington Bureau 


In a report on I. and S. No. 1472, the Commission has ap- 
proved a fourteen-cent proportional rate from the Shreveport 
group to Baton Rouge, Natchez, and Vicksburg, provided it is 
limited so as to apply only to destinations in Southeastern Terri- 
tory. Unless so limited, it would break down the higher com- 
binations to C. F. A. and Trunk Line territories from the mid- 
continent field. The rates from that field were prescribed by the 
Commission. The protesting carriers took the position that a 
nineteen-cent rate from nortkern Texas was too low and that 
the way to cure the situation would be to raise that rate to 24.5 


ecnts and retain the proportional of nineteen cents from Shreve- 
port. 





VALUATION BILL AMENDMENT 


The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce 
has adopted a favorable report on the Senate valuation bill 
(S.539) which amends the valuation act so as to relieve the 
Commission of the duty of ascertaining and reporting the so- 
called cost of reproduction of carrier lands. 





TEXAS INTRASTATE RATES 


The Traffic World Washington Bureau 


The Commission has set aside its order in No. 11764, in 
the matter of intrastate rates within the state of Texas, effective 
from and after May 20. The Railroad Commission of Texas 
has issued an order, effective May 15, establishing between 
points in the state the increased intrastate rates and charges 
for freight service prescribed by the Commission in the order 
to be set aside. The effect of the action taken is similar to 
that recently taken in the Indiana, Illinois and Kansas intrastate 
cases wherein the Commission’s orders were vacated. 


COMMISSION ORDERS 


On request of the various complainants, the Commission 
has dismissed the following complaints: Nos. 13519, Eagle Iron 
Works Company vs. P. C. C. & St. L. Ry.; 13473, Sherer-Gillette 
Company vs. Director-General and Kanawha & Michigan; 13291, 
Vim Motor Truck Company vs. Director-General; 13268, Natchez 
Chamber of Commerce et al. vs. Ill. Cent. et al.; and 13102, 
Producers Refining Company vs. A. T. & S. F. et al. 

Having received advice that the following domplaints have 
been satisfied, the Commission has dismissed them: Nos. 13455, 
Michelman and Gordon Iron Works, Inc., vs. C. R. R. of N. J. 
et al.; 13310, the Davison Chemical Company vs. Director-Gen- 
eral, P. & R. et al.; 12900, Red Lion Board of Trade vs. Md. & 
Pa. et al.; 13380, Republic Coal Company vs. C. B. & Q. et al.; 
and 13415, Northwestern Pennsylvania Coal Operators Assn. vs. 
Bessemer & Lake Erie et al. 

The Traffic Bureau of the Sioux City Chamber of Commerce 
was permitted to intervene in No. 13611, Northern States Power 
Company vs. A. T. & S. F. et al. 

The Railroad Commission of Texas was permitted to inter- 
vene in No. 13518, Federal Grain Company et al. vs. A. T. & 
S. F. et al. 

The Commission has permitted the Board of Trade of the 
City of Chicago to intervene in No. 13516, the Chamber of Com- 
merce of the City of Milwaukee vs. C. B. & Q. et al. 

For the purpose of being heard on oral argument the North 
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Packing and Provision Company, John P. Squire and Company, 
White, Pevey & Dexter Company, Springfield Provision (Cop. 
pany and the Sperry & Barnes Company were permitted ty 
intervene in No. 11154, Sligo Iron Store Company vs. Wester 
Md. Ry., Director-General, et al. 

On complainants’ request, the Commission has ordered the 
complaints dismissed in No. 13133, North Star Oil & Refining 
Company, Ltd., vs. Director-General, Can. Nat. Rys., et al., and 
other cases affiliated with the said proceeding. 

On application, the Lorain & Southern Railroad Company 
has been permitted to file its cross-petition in No. 13665, the 
Ohio Quarries Company et al. vs. N. Y. C. R. R. et al. 

The New Orleans Joint Traffic Bureau and the Producers 
and Manufacturers Protective Association have received per. 
mission to intervene in No. 13585, the Public Service Commis. 
sion of Indiana vs. A. T. & S. F. et al. 

The complaint in No. 13332, Getz Bros. & Co., Inc., vs, Dj. 
rector-General, has been amended by making the Sand Springs 
Railway an additional party defendant. 


VALUATION REPORTS 

The Commission has issued tentative valuation reports giy. 
ing final values of the following roads: Middletown & Unionville 
Railroad Co., $389,847 as of June 30, 1916; Hill City Railway 
Co., $301,104 as of June 30, 1916; Elkin & Allegheny Railway (o, 
$335,046 as of June 30, 1915; Northwestern Coal Railway (Co, 
$77,500; and Tallulah Falls Railway Co., $1,808,822 as of June 
30, 1916. 

The Commission has valued the property of the Williamson 
& Pond Creek Railroad Company at $1,222,044 as of June 30, 
1916, and the property of the Augusta Belt Railway Company 
at $95,000 as of June 30, 1916. 

The Commission has valued the property of the Mineral 
Range Railroad Company at $2,849 as of June 30, 1916; the 
Hancock & Calumet at $775,000 as of June 30, 1916; the Dan. 
ville & Western Railway Company at $1,978,347 as of June 30, 
1916; the Lake Champlain & Moriah Rail Road Con- 
pany at $853,020 as of June 30, 1916; the Augusta Northem 
Railway at $140,576 as of June 30, 1916; the Bay Point & Clay 
ton Railroad Company at $136,000 as of June 30, 1916; and 


the Troy Union Rail Road Company at $1,084,045 as of June 
30, 1917. 


SUIT FOR REPARATION 


A suit for the collection of reparation, which was filed in 
the district court of the northern district of Illinois, by the 
Channel Chemical Company, was expected to result in a judicial 
interpretation of paragraph B of section 206 of the transporta- 
tion act, which deals with the service of suits against the 
Director-General and the lines he operated during federal con- 
trol. The summons in the case was served upon the Chicago 
& North Western as agent for the Director-General, and the 
contention of the complainants was that such summons was 
sufficient to involve the Director-General, as agent, for the 28 
lines over which the traffic, against which reparation was 
awarded by the Interstate Commerce Commission, moved. 

The point was abandoned, however, when R. H. Widde 
combe, attorney for the C. & N. W., filed, in behalf of the Di- 
rector-General, a motion to quash summons on the grounds that 
under the paragraph of the law referred to, summons must be 
served on each carrier. Luther Walter, attorney for the Channel 
company, asked that an order be entered allowing summons t0 
be issued against other defendants. He said if that was done 
he was willing the summons originally issued against the North 
Western should stand as applying to that road only. 

Judge Page, to whom the two motions were presented, ove!’ 
ruled that entered by Widdecombe, and allowed that entered by 
Walter. The latter then made a statement in which he char- 
acterized the conduct of the Director-General, in insisting 0 
separate summons being issued for each of the lines, as “waste 
ful and tending to pile more useless work on the United States 
marshals.” 

The Commission awarded reparation amounting to about 
$44,000 to the Channel Chemical Company, on account of ul 
reasonable rates on O-Cedar polish, in 55 I. C. C. 733-740. The 
carriers paid their share and the court suit was instituted 
an attempt to collect the Director-General’s share, amounting 
to over $28,000. 


IRON AND STEEL RATE CONFERENCE 
A conference between carriers and iron or steel manufac 
turers will be held at the rooms of the Chamber of Commerce 
of Pittsburgh, May 17, to consider the description of skelp iro 
or steel and other questions that may be presented respecting 
articles in the freight tariff steel billet list. 


ILLINOIS TRAFFIC COMMITTEE MEETING 

The May meeting of the general traffic committee 

Illinois Rate Committee will be held at the Jefferson 
Peoria, beginning Tuesday, May 9, at 10 a. m. 
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BRICK, DANVILLE TO EAST ST. LOUIS 


In a report on I. and S. No. 1481, written by Chairman Mc- 
Chord, opinion No. 7596, 68 I. C. C. 455-7, the Commission has 
held as not justified the proposed reduction, by the Chicago & 
Eastern Illinois, of the interstate rates on brick and articles 
iaking the same rates, from Danville to East St. Louis. The 
suspended schedule is to be cancelled, without prejudice, how- 
ever, to the filing of a schedule in accordance with the Com- 
mission’s finding in National Paving Brick Manufacturers As- 
sociation vs. A. & V., 68 I. C. C. 213. In that case the Commis- 
sion held it illogical for the carriers to fail to treat the Wabash 
Valley groups of clay-product establishments as one group for 
the making of rates on long haul traffic and to the gateway 
through which it moves to the west, namely, St. Louis and the 
east bank Missisippi River points, which, on long haul traffic, are 
regarded as part of that gateway to the west. 

The C. & E. I. proposed to reduce the rates on brick and 
ihe articles taking the same rate from Danville to East St. 
Louis, to be used on interstate traffic, from $2.10 to $1.96, to 
meet, as it said, the rate of the Wabash, from Danville to the 
east bank cities, and in particular to put East St. Louis and 
Madison on a parity with Granite City. The movement over 
both lines, the Commission said, was wholly intrastate and the 
only effect of the proposed rate would have been to make it ap- 
plicable on traffic going beyond. That brought it under the 
condemnation visited upon the carriers for their failure to treat 
the whole Wabash Valley group as one point of origin on long 
haul traffic, in the National Paving Brick Association case. 


DEFINITION OF RIPRAP 


The Commission, in a report on I. and S. No. 1467, opinion 
No. 7600, 68 I. C. C. 475-6, has held justified a proposal of the 
carriers to define riprap as “small and irregular shaped rock 
ranging in size up to 200 pounds weight.” The Fonda schedules 
proposing the definition, upon the protest of the Dittlinger Lime 
Co. of New Braunfels, Tex., were suspended for four months 
from their proposed effective date, January 2, until June 1. 
The testimony showed that no riprap had moved in interstate 
commerce on the rates now in effect which were not qualified 
with any description as to what constituted riprap. It de- 
veloped, however, that riprap had been moving on intrastate 
rates, chiefly from New Braunfels to Galveston, where it was 
used in making harbor improvements. The Texas commission, 
years ago, defined riprap as “irregular shaped rock in pieces, 
ranging up to sizes weighing 200 pounds, analogous to crushed 
stone,” and applied the crushed stone rate to it. The Commis- 
sion said that if any misunderstandings arose, the description 
should be “Rip Rap (irregular-shaped rock) in pieces ranging 
up to 200 pounds weight.” 


RATES ON ASPHALT, ETC. 


The Commission, in a report written by Commissioner 
Lewis, on 1, and S. No. 1474, asphalt and other petroleum prod- 
ucts to Iowa points, from Missouri, Kansas, Oklahoma and Ar- 
kansas, opinion No. 7599, 68 I. C. C. 471-4, held the carriers 
had not justified their proposal to bring rates on asphalt, road 
oil and wax tailings from refining points in Missouri, Kansas, 
Oklahoma and Arkansas to destinations in Western Trunk Line 
territory and points beyond to the level of the rates on fuel 
vil, gas oil and crude. Their proposal, carried in tariffs filed 
to become effective January 15, was suspended upon protest by 
the state of Iowa, individual shippers and receivers of oil in 
that state and by the Western Petroleum Refiners’ Association. 

At present the rates on petroleum and its products are 
published in three different items designated as items 5, 10 and 
1. Item 5 includes gasoline and other light refined oils; it 
Was not brought into issue in this proceeding. Item 10 covers 
Petroleum fuel oil, gas oil, and crude. Item 15 covers asphalt, 
asphaltum, petroleum asphaltum in solid form, in packages, 
hamed in the tariffs, and petroleum road oil and wax 
tailings in tank cars. The carriers proposed to consolidate 
items 10 and 15 and to apply rates under item 10 on the con- 
Solidated descriptions. The éffect would have been to increase 
the rates on item 15 articles to all points to which the rates 
on the commodities under item 10 were higher. In a few in- 
stances the item 15 rates are slightly higher than the item 10 
tates. That fact was attributed to the peculiarity that the flat 
crease of 4.5 cents which was substituted for the increase of 
ber cent, under General Order No. 28 was confined to pe- 

toleum and the products thereof classified fifth class. That 
ad the effect of continuing the 25 per cent increase on the 


fommodities in item 15 which take class D rating in Western 
Classification, 
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The existing rates are published from three groups of origin. 
namely, the Kansas City, the Kansas and the Oklahoma groups, 
designated as Nos. 1, 2 and 3, respectively. The rates on fuel, 
gas and crude oils to a large number of destinations in Iowa 
are either the same as, or from 0.5 to 3.5 cents, and in some 
cases from 5.5 to 7 cents less than the rates on refined oils. 
The present rates on asphalt, road oil and wax tailings are gen- 
erally from 1 to 8.5 cents less than rates on fuel, gas and 
crude oils. Therefore, had the Commission allowed the sus- 
pended tariffs to become effective, increases running from 1 
to 8.5 cents would have taken place. 

The railroads admitted there was no justification for higher 
rates on road-than on fuel oil. They said the matter of relating 
the rates on low-grade oils to those on refined oils in conformity 
with the differential basis fixed by the Commission in the Mid- 
consideration for 
some time, but that no action had been taken and none was 
contemplated pending the Commission’s decision in No. 13298, 
the general rate inquiry. 

The dismissal of the case was without prejudice to the 
right of the railroads to renew their proposals by filing new 
schedules when the rates on refined and low-grade oils have 
been properly related. 


HEATER TRANSIT CHARGES 


The Commission has dismissed No. 12210, American Fruit 
& Vegetable Shippers Association et al. vs. Bangor & Aroostook 
el al., opinion No. 7595, 68 I. C. C. 446-54, holding not unreason- 
able heater transit charges on potatoes, in carloads forwarded 
in Eastman cars from Aroostook county, Maine, to Boston, New 
York, Philadelphia and intermediate groups. ‘The complainants 
were the association mentioned, the Aroostook Federation of 
Farmers and individual shippers. They contended the charges 
were unjust and unreasonable to the extent they exceeded those 
in effect immediately prior to October 8, 1920. They asked the 
Commission to reduce the rates to what the complainants called 
@ more reasonable level. 

The report, written by Commissioner Meyer, was largely an 
analysis of cost studies covering the Eastman car and competi- 
tive services by the lined box car and the specially prepared 
refrigerator car, and a comparison of the rates for the Eastman 
service in the eastern part of the country and the carriers’ pro- 
tective service in western trunk line territory. That comparison 
showed the charges borne by the Maine potatoes to be a little 
more than double the charges imposed on potatoes from Minne- 
sota and Wisconsin and apples from Washington. Yet, accord- 
ing to the report, the Eastman cars, whether owned by the East- 
man company or by the carriers, in the season of 1920-21 did not 
bring in return enough to pay interest on the investment. Speak- 
ing about the comparison between the charges on the Maine 
potato and those borne by the potatoes from the two north- 
western states, Commissioner Meyer said the traffic and trans- 
portation conditions had been shown to be dissimilar. Competi- 
tive conditions in the two territories, he added, were not the same 
One of the chief differences in transportation and traffic condi- 
tions pointed out by him was that there is an all-year use for the 
potato cars in the west while the demand in Maine is seasonal. 

The increase in the charges particularly under attack in 
this case, made in October, 1920, Mr. Meyer said, was the third 
since 1912. The average of the last two increases, he said, was 
84.2 per cent. The increase in 1912 was about half a cent per 
bushel. When the 1920 increase in the rates was made the 
minima were increased from 30,000 to 35,000 pounds in the 
smaller Eastman cars and from 36,000 to 45,000 pounds in the 
larger. The shippers did not object to the higher minima. Us- 
ing Presque Isle, Me., as the typical shipping point in the potato 
country the charges to New York on the minima are $35 for 
the smaller car and $45 for the larger. For a like distance, 

. from Princeton, Minn., to Council Bluffs, Ia., the minimum for 
a carriers’ protective service car is $15. 

Among the facts cited by Mr. Meyer to account for the poor 
showing of the Eastman cars as producers of income, were that 
between the shipping season of 1915-16 and 1919-20, the cost of 
kerosene used as fuel in the heaters increased more than 100 per 
sent; loss and damage claims more than 400 per cent; opera- 
tion of cars, which included the cost of labor and inspection, 
more than 300 per cent and the total operating expenses more 
than 100 per cent. The cost of labor, to the Eastman company, 
the report said, averaged $6 per day, which was less than the 
scale of wages for employes of the carriers performing the same 
kind of labor. 


RATES ON PETROLEUM OIL AND GREASE 
A finding of unreasonableness, undue prejudice and an order 
of reparation have been made in No. 12154, New York & New 
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Jersey Lubricant Co. vs. Director-General, Lehigh Valley et al., 
opinion No. 7601, 68 I. C. C. 477-8, as to rates on petroleum 
lubricating oil and grease, carloads, from Newark, N. J., to 
Charlotte, N. C., and Atlanta, Ga., applied to shipments between 
January 27 and June 25, 1919, when the rates to the basis of 
which reparation is to be made, were established. Fifth class 
was applied on the shipments, notwithstanding that lower rates 
applied from Jersey City, a more distant point, and the lower 
rates were permitted on condition that rule 77 of Tariff Circular 
18-A would apply. The applicable fifth class rates from Newark 
were 65 and 68.5 cents. Under the rule rates of 47.5 and 59.5 


should have been imposed. Reparation to that basis is to be 
made. 


STATE AND FEDERAL CO-OPERATION 


The Trafic World Washington Bureau 


A program for co-operation between the Interstate Com- 
merce Commission and the state commissions was announced 
at the Commission late May 3, when Secretary McGinty issued 
the report of the joint committee on co-operation of the Commis- 
sion and state commissioners. The report, providing for joint 
hearings where the state commissioners are not advocates, and 
also for joint conferences, resulted from the conferences of the 
joint committee, which have been in progress for some time. 

Acceptance of the report and observance of the provisions 
therein are matters to be determined by each state commission, 
but President Jackson of the National Association of Railway 


and Utilities Commissioners has recommended a trial of the 
plan. 

The joint committee was composed of Chairman McChord, 
Commissioners Hall, Eastman, Esch and Lewis for the Inter- 
state Commerce Commission and President Jackson, State Com- 
missioners Putnam, Taylor, Reed, Forward, Wells and Ainey and 
John E. Benton, general solicitor for the state commissions. 

The report is as follows: 


Public regulation of our railroads is performed in part by a com- 
mission representing the federal government and in part by commis- 
sions representing the various states. Conflicts of juridiction between 
the two systems of public regulation have arisen from time to time, 
resulting in litigation and action by the courts; but the federal and 
state commissions were alike created in the public interest and have 
a common purpose, namely, the maintenance of a_ transportation 
system which will in all respects best meet the public needs. In 
view of this common purpose they should, and we believe they can, 
work together for its attainment without conflict or resort to litiga- 
tion. Such co-operation is contemplated by the Interstate Commerce 
Act as interpreted by the Supreme Court, and is highly desirable in 
the public interest. 

The prime essential to such co-operation is realization of the 
nature and difficulties of the common problem. The state commis- 
sions realize that the railroads form a national transportation system 
which is not split into parts by state lines and that the public in- 
terest demands a rate structure, state and interstate, as simple and 
harmonious as practicable. The Interstate Commerce Commission 
realizes that there is danger in over-centralization of authority, that 
the field of regulation is vast, and that the state commissions are 
often better informed than itself in regard to local conditions and 
local needs. 

Kollowing the general rate increase of 1920, the Interstate Com- 
merce Commission, in certain instances where corresponding increases 
did not become effective within the states issued orders affecting 
intrastate rates. Following the decision of the Supreme Court of 
the United States in the Wisconsin Passenger Fare case, action has 
been taken by several state commissions which has enabled the In- 
terstate Commerce Commission to vacate certain of its orders af- 
fecting intrastate traffic within those states. It is anticipated that 
similar action will follow in other states. 

In a yet more important aspect co-operation looks forward to 
and has in view the avoidance, so far as the public interest will 
permit, of such orders in the future. Paragraph 3 of section 13 of 
the interstate commerce act authorizes the Interstate Commerce Com- 
mission to avail itself of the co-operation, services, records, and fa- 
cilities of state commissions, to confer with them with respect to the 
relationship between rate structures and practices of carriers. and 
to hold joint hearings with them ‘‘where the rate-making authority of 
a state is or may be affected by the action taken by the Commission.” 
Our common purpose is to give the utmost force and effect to this 
provision of the law. 

It is appreciated that time and experience may be required for 
the full development of methods and rules of procedure. Pending the 
establishment thereof, and for the purpose of making such co-opera- 
tion immediately effective, it is the opinion of representatives of 
the Interstate Commerce Commission and of the state commissions 
that, except as in special cases it mav be found desirable or neces- 
sary to deviate therefrom, the following procedure be followed: 

Where petitions are filed with the Interstate Commerce Commis- 
sion alleging that intrastate rates unjustly discriminate against inter- 
state commerce, or persons or localities engaged therein and asking 
the Commission to remove such discrimination, if either a state com- 
mission having jurisdiction over rates thus attacked, or the federal 
commission, desires a conference it should notify the other without 
delay and thereupon such a conference should be arranged, likewise 
without delay. If the case goes to trial, a joint hearing by the 
Interstate Commerce Commission and the commission of the state af- 
fected should be held, provided a proceeding or proceedings be 
pending before the state commission in which action can be taken 
by its upon the common record. Such joint hearing should be fol- 
lowed by a conference to consider the facts developed of reeord so 
as to provide opportunity for the removal of the unlawful discrim- 
ination, if any, by argreement. 

Joint conference should be held on complaints attacking inter- 
state rates in those cases where the decision of the Interstate Com- 
merce Commission appears likely to affect, in substantial and im- 
portant respects, the relationship between state and interstate rate 
structures; likewise, conferences should be held in the case of com- 
plaints attacking intrastate rates in those cases where the decision 
of the state commission appears likely to affect, in substantial and 
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important respects, the relationship between state and interstate 
rate structures. Participation in the ensuing hearings, or in con- 
ferences following submission, will be upon invitation of the Inter. 
state Commerce Commission, if the complaint is filed with it, or of 
the state commission if the complanit is filed with it. Joint hear. 
ings will- be appropriate where similar issues are pending before the 
Interstate Commerce Commission and a state commission, or jp- 
formal conferences pending the decision of cases where there has been 
no participation in the prior hearings. 

The provisions of the foregoing paragraph should include cages 
where it appears that the rate structures of two or more states, or 
in a group of states, may be affected by the proceedings pending. [If 
by reason of the number of states affected, or otherwise, it shal] 
be found impracticable or inconvenient for a member or employe of 
the commission of each such state to participate in the joint hear- 
ings or conferences, the commissions of the states affected should 
select a limited number of representatives to so participate on their 
behalf and to report back to the several state commissions for ap- 
proporiate action by them. 

It is our judgment that state commissions would not expect or 
desire to participate in a judicial capacity in joint hearings with 
the members of the Interstate Commerce Commission or its examin- 
ers in any case in which they appear as advocates. 

In joint hearings involving interstate rates, the rules of practice 
prescribed by the Interstate Commerce Commission shall govern as 
far as applicable. 

The federal and state commissions should feel free to sug- 
gest to each other, and the state commissions to hold among them- 
selves, conferences on matters arising under their respective jurisdic- 
tions, with a view to harmonizing in so far as practicable rates 
and practices in neighboring states by appropriate action of the 
commissions of those states without proceedings before the federal] 
commission. 

It is desirable that there be continued, in so far as practicable, 
the practice of the Interstate Commerce Commission of calling upon 
a state commission to hold hearings for it upon applications for 
certificates of public convenience and necessity, involving construc- 
tion of new lines or abandonment of old lines. In such matters joint 
conferences between the Interstate Commerce Commission and a 
state commission may also be held upon request of either com- 
mission. 

The interstate commerce act and the rules of the Interstate 
Commerce Commission provide for notice to the states in certain 
matters affecting them, and the Interstate Commerce Commission 
has been complying therewith. The state commissions should develop 
methods of keeping the Interstate Commerce Commission advised 
on matters before them in which it may have an interest such as is 
indicated by the foregoing text. 

It is realized that the co-operative action here provided for will he 
productive of delay in disposing of important matters unless the 
federal and state commissions respectively act with the utmost 
promptitude compatible with the circumstances. 

Applying the co-operative principle, conferences may be arranged 
for the development of car service, distribution and administration. 


In a letter to President Jackson, Chairman McChord said 
the Commission had adopted the report of the joint committee. 
In reply Mr. Jackson said he was gratified at the action and 
that he had transmitted the following letter to the state com- 
missioners: 


On March 2 of this year Chairman McChord, by letter to your 
president, requested the appointment of a committee representing our 
association to meet in conference with a committee representing the 
Interstate Commerce Commission relative to the co-operative provi- 
sions of section 13 of the interstate commerce act and referring also 
to the decision of the Supreme Court of the United States in the Wis- 
consin passenger case, bearing on these provisions. 

The invitation was accepted and a meeting of the executive com- 
mittee and of the chairmen of the state and federal legislation com- 
mittee and of the committee on litigation was held in Washington, 
and a conference committee was selected. The first general conference 
was held on March 17, in which conference several commissioners be- 
sides those on the special committee, who chanced to be present in 
Washington, took part. The discussion of the whole subject was gen- 
eral and led to further conference committee meetings from time to 
time, the final meeting being held on May 2, when the enclosed report 
was adopted. 

We have just received notice from the Interstate Commerce Com- 
mission that they have adopted the report. A copy of the letter from 
Chairman McChord to this effect, together with a copy of our reply 
thereto, is enclosed. 

All of the conferees felt the grave responsibility in the task as- 
signed, the deep public importance of the questions discussed, and the 
conclusions which might be reached. We were deeply impressed by 
the earnest desire of the members of the Interstate Commerce Com- 
mission to establish a full working basis of co-operation with the 
state commissions, and on our part we desire to earnestly recom- 
mend to the state commissions the hearty acceptance for full trial 
of the plan of co-operation now adopted by the Interstate Com- 
merce Commission. 

We recognized that we could not act for any particular state or 
regulatory body in arriving at the plan to be adopted. It will be ap- 
preciated that the Interstate Commerce Commission are compelled to 
adopt a uniform plan applying to all states. Future changes in the 
present arrangement will undoubtedly be given careful consideration 
by the Interstate Commerce Commission. A number of cases to be 
heard will present the opportunity to test the present arrangement 
and may develop desirable changes. Your committee recommends that 
each state immediately signify its approval of a trial of the proposed 
plan of co-operation to our general solicitor at Washington. The 
annual meeting of our national association will be held in September, 
and that will give full opportunity for discussion after study and test. 





N. Y. L. E. & W. COAL & R. R. CO. BONDS 

Authority has been granted by the Commission to the NeW 
York, Lake Erie & Western Coal & Railroad Company to extend 
the ‘date of maturity of $3,000,000 of its first mortgage bonds 
from May 1, 1922, to May 1, 1942, and to reduce the interest 
rate from 6 to 5% per cent. The Erie Railroad Company Wa> 
authorized to assume obligation and liability as guarantor and 
lessee in respect of said bonds. The Commission further av- 
thorized extension of the lease of the property, railroad and 
franchises of the New York, Lake Erie & Western Coal r 
Railroad Company to the Erie Railroad Company to July 1 1949. 
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| Tentative Reports of the Commission 





PUGET SOUND LUMBER DIVISIONS 


Making application of the principle laid down by the Com- 
mission in Three Lakes Lumber Co. vs. W. W. Ry. Co. (61 I. C. 
c. 408), Examiner Richard T. Eddy, in a report on No. 10946, 
Puget Sound & Cascade Railway Co. vs. Director-General, Great 
Northern et al., and No. 11398, Clear Lake Lumber Co. vs. 
Director-General, Puget Sound & Cascade et al., has recom- 
mended a holding by the Commission that the Puget Sound & 
Cascade is a common carrier entitled to joint rates and divi- 
sions thereof; that the rates on lumber and forest products 
from points on the line of the Puget Sound to interstate des- 
tinations were unduly prejudicial until changed a few months 
ago; and that the lumber company complainant was not dam- 
aged by the unduly prejudicial rates and therefore should not 
have reparation. 

The undue prejudice was removed in January of this year 
by the publication of joint rates from points on the line of the 
short line, no higher than the rates from other points within 
the coast group, which rates applied from the main line points 
and from points on branch lines, within the territorial limits 
of the group, but did not apply from the points of origin on 
the Puget Sound road. 

The Puget Sound road asked for the prescription of divi- 
sions out of the joint rates. Eddy said the Commission should 
not do that unless and until the two carriers appeared before 
it and admitted they could not agree. He said the case should 
be held open for that purpose and that the parties should report 
io it what conclusions they had reached on that phase of the 
case. The lumber company owns the stock of the Puget Sound. 


MINIMUM ON SUGAR 


Adoption by the Commission of a tentative report made by 
Examiner Harris Fleming on No. 12807, California and Hawaiian 
Sugar Refining Corporation et ai., vs. A. T. & S. F. et al., it is 
believed would result in tne making of 60,000 pounds the 
minimum on sugar throughout the country, although the Exami- 
ner’s recommendation on this case is dismissal, because, in his 
opinion, no order might be entered on the record as made 
under his direction. 

The complaint in this case brought under consideration 
the lawfulness and propriety the carload minimum weights 
applied in connection with commodity rates on sugar in various 
parts of the United States. The California refiners, complainants 
in the case, alleged that the lower carload rates and minimum 
weights applied from the refineries of their competitors were 
unduly preferential of such competitors, and that as compared 
therewith, the carload rates and minimum weights applicable 
from California points to the same destinations were unreason- 
able and unduly prejudicial to the complainants and their 
traffic. The competitive origin territory mentioned by them 
embraces seven states west and nine east of the Mississippi 
River. The complainants, while mentioning points of destination 
generally within these sixteen states, indicated that they were 
particularly interested in destinations in Wisconsin, Illinois, 
and thirteen states west of the Mississippi River. They asked 
for an order requiring the defendants to establish and main- 
tain reasonable and non-discriminatory rates and minima. 

Intervention against the complaint was filed by the Louisiana 
Public Service Commission, a number of eastern and southern 
refiners and varius trade and civic organizations representing 
Sugar growers and dealers in the southwest. They asked for 
the dismissal of the complaint. 

The object of the complainants was to either force, the 
adoption of the 60,000 minimum throughout the country or a 
reduction of their minimum to a point where it would place 
them in a position, as they claimed, to compete on terms of 
equality with refiners in the east and the south. Sixty thousand 
has been the minimum from California since June 30, 1920. 
Prior thereto the California refiners had a minimum of 36,000 
‘o certain points in Texas, while to an extensive territory, 
Including a large number of destinations in Oklahoma, Kansas, 
Nebraska, Louisiana and Arkansas, two rates were maintained, 
ohe with a minimum of 60,000 and the other generally five cents 
ber 100 pounds higher, with a minimum of 36,000. February 29, 
1920, the last day of federal control, the minimum was increased 
to 60,000 from and to a large number of points in the alleged 
competitive territory, while between other points in that terri- 

tory no inerease was made. 

With the exception of the Louisiana Railway & Navigation 
Co., which supported the position of the Louisiana interveners, 
the railroads offered no testimony. It was stated in their 
behalf, however, that “it would be a backward step to allow 
the lower minimum applying to a small part of the consuming 
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territory to govern the entire territory.” In November, 1920, 
the railroads tried to increase the minimum to 60,000 in Arkan- 
sas, Oklahoma, Texas and intrastate in Louisiana but on account 
of the vigorous protests, the plan to increase the minimum was 
not carried out. 

It was the position, at the hearing, in this case of the 
Californians that where an undue prejudice resulted from a 
maladjustment of the carload minima it should be corrected 
by a readjustment thereof without any reference to the measure 
of the rates. At the hearing the attack upon the measure of 
the rates was withdrawn with the explanation that the rates 
were referred to in the complaint merely that the jurisdiction 
of the Commission could be made clearly apparent. 

Objecting interveners insisted that the rate and minimum 
were inseparable and might not be considered independently 
and might not be considered here, by reason of the long standing 
adjustment and the conditions under which the various rates 
were made. It was their contention that the rates in the south- 
west were on a high basis by reason of the low minima, ranging 
from 24,000 to 36,000 pounds, and that the transcontinental 
lines, to overcome the disadvantages of California’s location, 
have maintained, from that territory a basis of a high minimum 
and low rates. They contended that the adjustment in effect 
June 24, 1918, was reasonable, while the eastern refiners con- 
tended that the rate structure then as a whole favored the 
Californians and that the situation had been made worse by 
the changes subsequent to that date. 

The examiner said the facts did not warrant relief under 
section 3 but that the facts brought out established that 60,000 
pounds would be a reasonable minimum, while the variance 
in the minima resulted in confusion and was a prolific cause of 
complaints. He said the carriers should take steps promptly 
to readjust their minima, rates and rules, so as to make 60,000 
pounds the minimum. 


JEWELRY AS BAGGAGE 


Although carriers may think they have excluded jewelry 
from the list of things that may be carried in personal baggage, 
it is the opinion of Examiner Peter C. Paulson, expressed in a 
tentative report on No. 12547, Mrs. F. F. Berkley Jones vs. Long 
Island Railroad Company et al., that they have not done so. 
His further thought is that under the Carmack-Cummins amend- 
ment parts of section 20 of the interstate commerce law, the 
rule which the carriers think they have excluded jewelry from 
baggage or divested themselves of responsibility for loss or 
damage thereto, is in violation of that part of the law. 

Mrs. Jones, in July, 1920, traveled from Manhassett, L. I., 
N. Y., to her home in Kirkwood, Mo. She checked her trunk 
and declared it was worth not more than $500, paying excess 
charges on the additional valuation of $400. When she got 
home jewelry worth $250 was missing. She filed claim for it 
immediately, which was just as promptly rejected on the ground 
that under rule 4, paragraph (d) of Pratt’s baggage tariff, I. C. C. 
No. 10, then and now in effect, no responsibility devolved on 
them for the loss of the jewelry, because it says that “money, 
jewelry, negotiable papers and like valuables should not be 
inclosed in baggage to be checked. The carriers issuing and 
concurring in this tariff will not be responsible for such articles 
in baggage.” 

Paulson went to the law books and found that under the 
common law jewelry suitable for the station in Y¥fe of the trav- 
eler was regarded as personal baggage. He also found that 
under the common law carriers were not obligated to accept 
every kind of article that might be offered. He also found that 
the question as to what carriers might refuse to carry was sub- 
ject to the control of the Commission. Therefore, he said, the 
question whether the carriers were bound in this instance must 
be determined by an examination of the interstate commerce 
law and the tariffs. 

He found the definition of personal baggage to consist of 
“wearing apparel * * * and similar effects in actual use and 
necessary and appropriate for the wear, use, comfort and con- 
venience of the passenger for the purpose of the journey, and 
not intended for other persons nor for sale.” He found that 
jewelry was not contained in the list of prohibited articles. He 
said rule 4 (d) was not a positive inhibition against the accept- 
ance of jewelry, but amoutned merely to a warning of the risk 
undertaken. The defendants, he said, conceded their rules did 
not have the effect of excluding jewelry from baggage. He said 
they did not refuse to accept jewelry, but merely to accept 
responsibility for it. 

“If the carriers intended to exclude jewelry from baggage, 
it is reasonable to assume that they would have done so by posi- 
tive and unequivocal provision, as by including if in the list of 
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prohibitea articles in rule 9, especially in view of its long ac- 
ceptance as baggage under the common law,” said Paulson. His 
conclusion was that under the governing tariff the defendants 
were bound to accept and transport jewelry with other baggage. 
He thought nothing of the testimony of the carriers tending to 
show the unsuitability of the baggage service for the transporta- 
tion of jewelry under present day conditions. 

The reasonableness of a rule under which the carriers would 
definitely refuse to accept jewelry as or in baggage, he said, 
was not within the scope of this case. He said the rule was 
in violation of section 20 and should be canceled, as an unwar- 
ranted limitation upon liability to respond in damages. 

In the event the Commission should adopt Paulson’s report, 
the question as to whether it could make an award would have 
to be answered in a later proceeding. 





RATE ON SISAL 


egg Burton Fuller has recommended the dismissal of 
No. 13212, Erie Corporation vs. International & Great Northern 
et Pe on a holding that the applicable combination of 83 cents 
on sisal from Galveston, Tex., to Auburn, N. Y., on shipments 
moving in December, 1920, was not unreasonable, unjustly dis- 
criminatory or unduly prejudicial in comparison with a rate of 
59.5 cents in effect from New Orleans to Auburn. 





RATE ON LOCOMOTIVE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John A. McQuillan, in 
a report on No. 12594, Walter A. Zelnicker Supply Co. vs. 
Illinois Central, Director-General, et al., as ‘to a joint sixth class 
rate of 66.5 cents on a locomotive loaded upon a car, from East 
St. Louis, Ill., to Marianna, La., in September, 1919. The ex- 
aminer found that the locomotive could have moved on a com- 
bination of 66 cents. The complainant pointed out that if it 
had shipped the locomotive to New Orleans, taken possession 
there and reforwarded it to: Marianna, it could have enjoyed 


a combination of 55.5 cents, but one of the factors would have 


been a state rate. 


RATE ON NICKEL STEEL 


Examiner P. F. Gault has recommended the dismissal of 
No. 13225, Todd Dry Dock & Construction Corporation, suc- 
cessor to Seattle Construction & Dry Dock Company, vs. C. M. 
& St. P. et al., on a holding that the class rate on nickel steel 
and special treatment steel plates from Munhall, Pa., to Seattle, 
Wash., in August and October, 1917, was not unreasonable nor 
otherwise unlawful. 








HAY, KENTUCKY TO ALABAMA 


In a report on No. 13312, Birmingham Commission Co. vs. 
Director-General, as agent, Examiner Richard T. Eddy recom- 
mended a holding that shipments of hay from Morganfield, 
Ky., to Birmingham, Ala., in October, 1919, were overcharged 
and the demurrage involved should be refunded. 





RATE ON CAR OF COAL 
Examiner Burton Fuller has recommended the dismissal of 
No. 13168, Northwestern Traffic & Service Bureau, Inc., vs. C. 
& N. W., on a holding that the rate on a carload of hard coal 
from Milwaukee, originally consigned to Vesta, Minn., diverted 
in transit at Sanborn, Minn., and reconsigned to Darfur, Minn., 
was legally applicable and not shown to have been unreasonable 


or otherwise unlawful. The car in question moved in Decem- 
ber, 1920. 





RATES ON COAL 
In a tentative report by Examiner Richard T. Eddy on No. 
13112, Clay County Coal Operators Association vs. Cumberland 
& Manchester et al., the recommendation is made that the Com- 
mission hold rates on coal from points on the Horse Creek 
branch of the Cumberland & Manchester to interstate destina- 
tions be held unreasonable, to the extent they exceed by more 
than 10 cents the rates to the same destinations from points 
on the main line of that railroad. He recommended a reopening 

of the case on the question of reparation. 


BAGGAGE CAR SERVICE FOR MILK 

Examiner Peter C. Paulson, in a report on No. 12707, Chapin- 
Sacks Corporation vs. Atlantic Coast Line, has recommended a 
holding that the refusal of the defendant to accord baggage-car 
service on shipments of condensed skimmed milk from Rich- 
mond, Petersburg and Suffolk, Va., to Rocky Mount and Wilson, 
N. C., or to receive shipments of milk, cream and condensed 
milk for further transportation in baggage cars between those 
points is not unreasonable. The complaint was directed at the 
refusal of the Atlantic Coast Line to provide for baggage-car 
service for milk and cream from other lines or to give such 
service to condensed skimmed milk either on its own trains or 
accept shipments from other lines. Paulson agreed with the 
carrier that the primary purpose of passenger trains was to carry 
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passengers and their baggage and that freight, such as con- 
densed milk, should move by express or by freight, and recom- 


mended the dismissal of the complaint. 


RATES ON MARBLE BLOCKS 
In a report on No. 13182, Northwestern Marble & Tile Co. 


vs. Director-General, New Haven et al., and fourth section ap- 


plication’ No. 1481, Examiner Burton Fuller recommended a 
holding of unreasonableness as to rates on rough marble blocks 
from Westfield, Mass., to Minneapolis, shipped in March, 1918, 
to the etxent it exceeded 38 cents per 100 pounds. He recom- 
mended reparation to that basis and the issuance of a fourth 
section order giving the desired relief. 





RATES ON FUEL OIL IN MASSACHUSETTS 

A recommendation that the rates be held unreasonable has 
been made by Examiner G. H. Mattingly in a report on No. 
13023, American Woolen Co. vs. Director-General, and Boston 
& Maine. He said the Commission should condemn the rates 
of 11 cents on fuel oil from Chelsea, Mass., to Lawrence and 
Lowell, Mass., between May 5 and December 7, 1919, as unrea- 
sonable to the extent they exceeded the subsequently established 
rates of 9.5 cents. He said reparation should be denied because 
no one having personal knowledge of the shipments appeared, 


unless the Commission was disposed to give a further hearing 
on that point. 





CEMENT, SUGAR CREEK TO KANSAS CITY 


In a report on No. 12911, cement rates from Sugar Creek, 
Mo., to Kansas City, Mo., Examiner Warren H. Wagner proposes 
a holding that rates on cement from the Kansas gas belt, Han- 
nibal, Mo., and Buffington, Ind., to points in the Kansas City dis- 
trict are unduly prejudicial in comparison with the rates from 
Cement City (Sugar Creek), and from Bonner Springs to the 
same destinations. A further finding proposed by him is that the 
rates on cement from Cement City to the same points, in com- 
parison with the rates from Bonner Springs, result in undue 
and unreasonable preference and advantage to intrastate com- 
merce, to the unreasonable prejudice and disadvantage of in- 
terstate commerce, and unjust and unreasonable discrimination 
against interstate commerce. He said the Commission should 
prescribe rates from Sugar Creek and Bonner Springs of 7 cents; 
from the Kansas gas belt 12 cents; from Hannibal 15 cents; and 
from Buffington 19 cents. 





MEAT, KANSAS CITY TO OKLAHOMA CITY 


Examiner J. B. Keeler, in a report on No. 13178, Wilson & 
Company, Inc., of Oklahoma, vs. Director-General, as agent, has 
recommended a holding that the rate on fresh meat from Kan- 
sas City, Kan., to Oklahoma City, in April, 1918, was unreason- 


able to the extent it exceeded 42 cents and an order of reparation 
to that basis. 


COKE REPARATION IN MINNESOTA 


Examiner Burton Fuller, in a report on No. 13106, Crooks- 
ton Gas Co. et al. vs. Great Northern, has recommended repara- 
tion on account of overcharges on coke from St. Paul to destina- 
tions in Minnesota between June 25, 1918 and the end of fed- 
eral control. He said the Commission should dismiss, for want 
of jurisdiction, the complaint, sub. No. 1, same vs. Director- 
General, involving shipments during the guaranty period. 


INTERLOCKING DIRECTORATES, ETC. 


William E. Eppler was authorized to hold the position of 
director of the Schoharie Valley Railway in addition to positions 
previously authorized. 

George R. Loyall was authorized to hold the position of 
president of the Norfolk Terminal Railway in addition to posi- 
tions previously authorized. 

The Commission has authorized W. A. Whitney to retain his 
positions with the Sumpter Valley Railway, Mound Hood Rail- 
road, and Utah Idaho Central Railroad. 

M. S. Hawkins was authorized to hold the positions of secre- 
tary of the Kinston Carolina Railroad and the Carolina Railroad 
in addition to positions previously authorized. 

Oliver Ames was authorized to hold the position of Gre tor 
of the Oregon-Washington Railroad & Navigation Company in 
addition to positions previously authorized. 

W. A. Craig was authorized to hold the position of passenger 
traffic manager of the Charleston & Western Carolina Railway 
in addition to positions previously authorized. 

John E. Cupp was authorized to hold the position of general 
solicitor of the Cambria & Indiana Railroad in addition to posi- 
tions previously eee. 


PERE MARQUETTE ABANDONMENT 
The Pere Marquette has applied to the commission for 
authority to abandon, because of lack of traffic, its Mecosta 
branch, 11.23 miles long, and its Remus branch, 13.138 miles 
long, both in Mecosta County, Michigan. 
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CUMMINS INVESTIGATION 


The Traffic World Washington Bureau 


Testimony given before the Senate interstate commerce 
committee in the Cummins’ investigation by Frank J. Warne, 
economist for the train service employes, was answered before 
the committee, April 29, by C. S. Duncan, economist and statis- 
tician, who prepared a statement for the railroads. The wit- 
ness said the charges made by Mr. Warne were unfounded and 
that the facts were misstated. 

“The railway executives,” said Mr. Duncan, “in asking that 
a reply be made to Mr. Warne’s testimony, have naturally felt 
that the charges and accusations there made are not true, that 
the facts are neither fairly presented nor logically interpreted 
and that the conclusions are therefore not valid. Let me say 
at the outset that I agree in general with that statement, and 
because I agree I feel fully justified in coming before this com- 
mittee as a disinterested witness. 

“IT am well aware that some of the problems involved are 
of a controversial character but I trust that I have been able 
to keep myself from partisanship. I have confidence that I can 
demonstrate to you that Mr. Warne is wrong in all of his major 
conclusions.” 

Discussing the policy of the Railroad Administration during 
federal control, Mr. Duncan said the witness misstated the facts 
when he said that “the governmental policy as to revenues was 
not based upon economic principles of having earnings exceed 
or even meet expenses and that general taxation out of the 
United States treasury was depended upon to meet any result- 
ing deficits.” 

“That it was the policy,’ said Mr. Duncan, “of the Rail- 
road Administration under Director-General McAdoo and Di- 
rector-General Hines until far on into 1919, to make revenues 
pay expenses and rentals, and that Director-General Hines re 
linquished the policy with reluctance and as a matter of ex- 
pediency when it became clear that the roads were going back 
to private control is proven by their own statement. The Rail- 
road Administration attempted to operate the roads on the same 
economic principles as private management must do. It en- 
deavored to make income equal outgo with ‘a margin of safety.’ 
It failed because its judgment was in error as to costs, the 
largest single element of which was wages.” 


Mr. Duncan called attention to “the apparent desire of the 
witness” in an exhibit filed with the committee “to have the 
observer draw the conclusion that the railroads made one final 
grab into the treasury bag just before the so-called government 
guarantee period ended with the month of August, 1920.” 


“The striking increase in operating expenses in 1920 does 
not represent an orgy of expenditures at government expense, 
but an avalanche of wages at the railroad’s expense,” said Mr. 
Dunean. 


He added that two facts of outstanding importance have 
received no mention in the exhibit: namely, the increase in 
wages made on July 20, 1920, and retroactive to May 1 and the 
increase in rates effective August 26, 1920, but not retroactive. 

“These things the witness knew perfectly well when he con- 
structed the exhibits and when he presented it for record,” he 
said. 


Continuing, Mr. Duncan said: 


The railroads were not operated during Federal control on an 

economic basis. The increase in rates failed to secure sufficient ope- 
rating revenues to pay operating expenses and the rental agreed upon 
in the standard contract or the return provided for as to the roads 
not signing the contract. This deficit of $730,991,473 had to be paid 
out of the federal treasury. 
_ This deficit does not include the tremendous sum necessary to 
liquidate the claims of the roads under the upkeep section of the 
federal control act or the amount required for an adjustment with the 
so-called short lines, or the amount involved in the claims of “third 
persons” against the Railroad Administration. These sums have been 
estimated by Director General Davis at $1,100,000,000. 

The amount due the roads under the guarantee for six months, 
March to August, inclusive, 1920, now stands at $653,529,001. The 
total appropriation made by Congress to the Railroad Administration 
to date has been $1,750,000,000. The return on railroad property in- 
vestment account under federal operation, disregarding the rental and 
suarantee was, for 1918 3.74 per cent, for 1919 2.75 per cent and for 
1920 0.832 per cent. The percentages on return on property investment 
actually realized from rental and guarantee was, for 1918 5.05 per 
cent, for 1919 5.05 per cent, and for 1920 4.29 per cent. The return to 
the roads has been strictly limited for the period of unprecedented 
prosperity for industry generally, thus preventing the accumulation of 
reserves to meet the period of depression. 


Replying to statements made by Mr. Warne challenging the 
accuracy of sworn information furnished the Interstate Com- 
merce Commission by the railroads, Mr. Duncan quoted from 
the Commission’s decision in the 15 per cent rate case, as well 
as from other utterances of that body in which the Commis- 
sion said that it had checked the statistical reports of the car- 
riers and that there was no question about their accuracy. 
Despite this record, Mr. Duncan said “the witness maintains his 
charge of duplicity and deception as a deliberate policy of the 
railroads.” 

Mr. Duncan added that this evidence affords to his own judg- 
ment “a valid refutation of the charge that railway accounts 
were manipulated, that operating expenses have run riot since 
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1907, that there was a concerted action by the Eastern railroads 
to inflate their operating expenses in order to force a favorable 
decision as to rates in the so-called 5 per cent rate case in 
1918, all of which charges have been made by this witness.” 

Mr. Duncan, continuing his refutation in behalf of the car- 
riers of the Warne railroad brotherhood testimony, denied the 
charges that the railroads had padded their operating expenses 
during the guaranty period. 

“Mr. Warne, by deceptive charts and misleading, insinuat- 
ing statements has sought to impute dishonesty to railroad 
managers,” said the witness. 

Abnormal costs and the condition in which the railroad prop- 
erties were returned to their owners resulted in increased main- 
tenance expenses during the guaranty period, he said, pointing 
to the fact that the Commission, under the transportation act, 
has the means of meeting inflated expenditures for the guaranty 
period. 

Mr. Duncan said when the Railroad Administration turned 
the properties back March .:, 1920, it virtually said to the 
owners: 


Here, take this impaired machine; apply it effectively to the 
greatest volume of traffic on record; 75 per cent of your freight cars 
are on foreign roads; find then,. repair them, but don’t delay traffic; 
your employes are discontented, but we have imposed upon you ex- 
pensive rules and regulations and we expect to add over 618 million 
dollars annually to your pay roll to satisfy them; there is no program 
for the year, make one; repair your locomotives and your roads; haul 
the biggest movement of grain known in history with box cars, 50 per 
cent of which are not fit for such service; get your cars on your own 
roads, send empties to areas needing them; haul coal and haul coal 
longer distances where industry needs it to forestall any possible short- 
age; you-will pay more for your own coal and it will not be of as good 
quality; your fuel bill will be increased above ours in 1919, which 
was 396 million dollars, to more than 566 million dollars, an increase 
of 170 million dollars, or 43 per cent, on this one item; traffic will over- 
load the impaired machine until you will be driven beyond the point of 
diminishing returns; some time we'll set a value on your property and 
attempt to increase your revenues to secure a fair return on it; but 
meanwhile your treasuries are empty because the government took 
away your ready cash at the same time with the control of the roads 
and has not returned it; you have not been permitted to share along 
with other industries the prosperity of the war period; you have no 
reserves with which to meet a business depression; you must face a 
public who will resent heavier freight and passenger rates; you will 
be compelled to ask higher rates and fares when the universal demand 
of the public is for lower rates and fares; we’ll police your accounts 
— judge your expenditures by the test period. Go and justify your- 
selves. 


Mr. Duncan went into the economic conditions of 1920 and 
1921 to show that the railroads and railroad rates were not 
responsible for the business depressions, asserting that all of the 
“economic distress of the world cannot be laid at the door of 
the railroads.” 

Refuting charges by Mr. Warne relative to wages, Mr. Dun- 
can said the compensation paid general and division officers 
represented only 2% per cent of the total wage bill of the 
carriers; that the increase in compensation paid general offi- 
cers from 1916 to 1920, inclusive, was 42.1 per cent; division 
officers, 125.38 per cent, 60 per cent of which represented in- 
creases granted the lowest paid officials. 

The increase in the wage bill for all employes in the period 
under consideration was 151.8 per cent, he said. If the pay of 
general and division officers were eliminated, he said, it would 
show that the railroad employes, excluding the general and 
division officers, received an increase of 154.9 per cent. 

The witness also refuted the statements made by Mr. Warne 
and Samuel Gompers “that over $1,250,000 has been placed 
to the cost of wages of the railroads and placed by them to 
the railroad workers more than is properly or ought to be 
properly charged.” 

“There is no overstatement of total compensation and he 
knew it,” said Mr. Duncan in referring to Mr. Warne’s testi- 
mony. “As a matter of fact, he has made no claims that the 
items were not actually correct or that the sums were not 
actually paid to the classes specified and in the years under 
review. For this witness to have stated his conclusions in 
such equivocal terms as to be generally misunderstood is repre- 
hensible. The vast wage bill of $3,698,216,351 was actually 
paid to railroad employes in 1920.” 

Mr. Duncan called the attention of the committee to the 
fact that, due to government regulation of the railroads, the 
carriers as a whole were restricted as to earnings in periods 
of prosperity while other industries made large profits which 
helped to tide them over in the lean years. He said on this 
point: 


From an economic point of view this is a consideration which ulti- 
mately must be given due weight. There are now many regulations 
and restrictions to prevent the railroads from making high profits, but 
there is no guarantee of revenue and no protection against losses. In 
the great uncertainties of traffic revenues there is a business risk 
that the railroads are compelled to assume without protection. In- 
vestors in railroad property can shoulder the burden of this risk, as 
compared with other investment opportunities, only if they are given 
a chance to share in higher return when there is prosperity as is the 
case in other industries. 

The time-consuming method of adjustment of rates and expenses 
in operation today makes quick reaction impossible. It would seem a 
fair principle that just as regulations restrict the free exercise of 
managerial judgment, to that extent responsibility must be shared by 
the powers promulgating the restrictive regulation. 

Farmers, manufacturers, merchants, owners of mines and real 
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estate are permitted to capitalize their exceptional opportunities, such than two years,” says a statement by the chamber. “The Initer- 


as advantages of location, fundamental human needs for their products 
—all the so-called social values. Many, however, want to deny all 
these things to the carriers. To this extent their position is ill-defined 
and anomalous. 


There has been a great deal of talk about watered stock in con- 
nection with the railroads. It should be clearly understood in regard 
to this subject: first, that railway property is being valued on a basis 
wholly independent of security issues; second, that this value when 


arrived at will be used for rate-making purposes; third, that the pub- 
lic will not be made to carry the burden of rates to secure revenues 
for the realization of a return on any inflated value; fourth, that since 
1907 all additions and betterments have gone into the capital account 
at the value actually expended; fifth, that all issues of securities have 
been for nearly two years and will for the future be under the super- 
vision of the Interstate Commerce Commission. The public and the 
investor are thus thoroughly safeguarded. So far as the railroads’ re- 
lations to the public are concerned, the ‘“‘watered stock’’ issue has 
been met. 

Mr. Duncan replied to the “most violent criticism of railway 
wage statistics” by Mr. Warne, asserting that for the purpose of 
computing total compensation to employes, of showing the trend 
of wages as a whole and by groups and classes, of determining 
the ratio of wages to total expense or to revenues, the wage 
statistics attacked were wholly dependable. He said the as- 
sembling of the wage statistics was a relatively new develop- 
ment in the statistical field. 

Concluding his statement as to Mr. Warne’s testimony, he 
said: 


I am convinced that this testimony not only does not prove the 
contentions set forth, but also was presented with a view to the 
effect it would have elsewhere than upon the minds of this committee. 
That it has been misused in the public forum has been shown. That 
it does not meet the purpose of Senate Resolution 23 is also apparent. 
That it is not helpful in meeting the present railroad problem has also 
been made clear. That it tends to engender bad feeling where har- 
mony should prevail, that it is an attempt to discredit railway man- 
agemeni and to harm railway credit is likewise evident. It is neither 
constructive nor fair, neither sound nor judicially considered, neither 
wise nor just. The witness has used his ability as an economist and 
statistician for the purpose of a partisan and an advocate, and not as 
a scientist and serious student of business problems. 

Mr. Duncan also replied to the testimony given by W. Jett 
Lauck, economist for the railway employes’ department of the 
American Federation of Labor. Discussing Mr. Lauck’s con- 
clusions as to a living wage for unskilled labor, Mr. Duncan said 
Mr. Lauck had relied on the method known as the “budgetary 
plan.” He said that plan contemplated the discarding entirely 
of the economic principle of supply and demand as the basis for 
setting wage rates. 

“It is my conviction that this method of arriving at a fair 

yage, a living wage, or any wage at all, is wholly impracticable,” 
said he. “Neither can the theoretical budget be applied gen- 
erally nor is the theoretical family typical.” 

After listening to the discussion, Senator Cummins remarked 
that it seemed to him that the witness was coming to the con- 
clusion that the Railroad Labor Board should be abolished and 
that the fixing of wages should be left to the managements and 
the employes. The senator said the question of whether or not 
the board should be abolished was most important. He said if 
the board prevented interruption of commerce, it performed a 
vital service. Senator Pomerene said he believed the existence 
of the board could be justified only on the ground that the 
public had some rights in the disputes between the managements 
and the employes. The witness said he was not testifying as to 
whether or not the board should be continued. He expressed the 
opinion that an impartial board would justify its existence if it 
were able to get the facts and dissipate false claims with regard 
to wages. 

Taking up the allegations of Mr. Lauck as to financial con- 
trol of the railroads, Mr. Duncan said Mr. Lauck had argued 
solely by inference and had given no concerte facts to prove his 
contentions. As to the charge that the financial interests had 
decided to “deflate railroad labor,’ Mr. Duncan said that under 
government regulation there was no opportunity for anyone to 
deflate railroad labor by means of financial manipulation or con- 
trol of railroad policies. As to the claims for the efficiency of 
labor, Mr. Duncan said Mr. Lauck’s tables were “statistically 
fallacious” and that they were not worthy of serious considera- 
tion by the committee. 


TRANSPORTATION DISCUSSION 


Transportation will have a prominent place in discussions at 
the tenth annual meeting of the Chamber of Commerce of the 
United States in Washington, May 15 to 19: The general sub- 
ject of the convention is “European Conditions and Their Effect 
on American Business.” 

Railroad questions will be dealt with in two group sessions, 
the first having to do solely with domestic problems and the 
second with general transportation questions that have a bear- 
ing on foreign trade. 

The railroad group session will be held on the afternoon 
of May 16. The general topic for consideration will be: “Ex- 
perience under the transportation act, 1920,’ with especial ref- 
erence to the rate-making provisions and the financial provisions 
of the act. 

“The transportation act has now been in operation for more 





state Commerce Commission has established a new level of 
rates, and the Railroad Labor Board a new level of wages under 
the provisions of the act. The Railroad Administration and the 
Commission have made substantial progress in settling the 
indebtedness of the government to the railroads for the period 
of federal control and for the guaranty period of six months 
immediately following the return of the roads to private opera- 
tion. The Commission has also exercised a number of new 
executive and administrative functions of railroad regulation 
and has held a protracted general inquiry to determine whether 
it would be lawful for the Commission to make further reduc- 
tions in railroad rates at the present time and what should be 
the rate of return to the railroads after the expiration of the 
6 per cent provision of the act. 

“The speakers at the railroad group session will present an 
authoritative statement of the experience gained under the new 
provisions of the act, and there will be an opportunity for free 
discussion of their addresses by the business men and railroad 
officials attending the meeting.” 

On May 16 also two other groups will discuss transporta- 
tion problems, one dealing with highway questions and the 
other taking up the merchant marine. All of these three groups 
will combine on the second day, when international phases of 
the transportation situation are gone into. 

The meeting will take up the Hague rules, providing for a 
uniform ocean bill of lading. This question was recommended 
for the consideration of the meeting by the board of directors of 
the chamber, and it will be submitted to the convention in the 
following form: ’ 


The Chamber of Commerce of the United States at its first annual 
meeting recognized the importance to American commerce of bills of 
lading which are properly safeguarded and have the uniformity in 
their provisions that will make possible a clear understanding of the 
rights and obligations of which they are evidence. The subject of 
bills of lading is so important that it had the attention of the first gen- 
eral meeting of the International Chamber of Commerce, which de- 
clareq for uniformity and simplicity in ocean bills of lading. The 
International Chamber has now announced that the Hague rules re- 
specting ocean bills of lading, adopted by the International Law Asso- 
ciation in September, 1921, are in accordance with the principles for 
which it had declared, and has asked the members of the International 
Chamber, including the Chamber of Commerce of the United States, 


to study the Hague rules with a view to supporting their adoption 
and use. 


The merchant marine committee of the Chamber was accordingly 
asked to examine the Hague rules and report its conclusions. This 
committee has now presented a report in which it states that the 
Hague rules represent an important step toward the definiteness and 
uniformity which are important both for shippers and ocean carriers 
and should be supported. 

The question of endorsement of the Hague Rules is consequently 
placed by the board of directors before the tenth annual meeting for 
consideration and such action as the annual meeting may think 
appropriate. 


Questions relating to highway transportation also will come 
before the meeting. At, the request of the National Automobile 
Chamber of Commerce the following will be taken up: 


Highway transport has become an integral part of the transporta- 
tion system of the United States. Its full development is essential 
to supplement and to extend the facilities afforded by rail and water 
communication. Artificial restrictions imposed without proper under- 
standing of the economic facts underlying highway transport are 
unwise and can only tend to decrease the efficiency of the carrier and 
so impair its service to the public. Improperly constructed or main- 
tained highways are equally injurious. 


Resolved, therefore: That supplementing the position already 
assumed by the Chamber of Commerce of the United States, we urge 
the continuance of research and economic studies into highway trans- 
port, as well as the continuance of adequate highway building and 
maintenance programs by the several counties, states and the nation. 
And we further recommend that regulation of vehicles using ihe 
highways shall be undertaken after a full consideration of the economic 
relations between highways and the vehicles traveling over them. 


RECAPTURE OF EARNINGS 


The Trafic World Washington Bureau 


Most of the reports of carriers of earnings for the last four 
months of 1920, submitted in compliance with the Commission’s 
crder under the recapture clauses of the transportation act, have 
been filed, but the Commission has not yet prepared a statement 
showing the roads which reported returns in excess of 6 per cent. 
The indications are that there will be only a few roads to report 
earnings in excess of 6 per cent for the four-month period. 

Reports have been coming in for the year 1921. These were 
to have been filed by May 1. These reports are simply being 
received and attention will be given them later. It probably will 


be some time before there will be any data available on those 
reports. 


RAILROAD MILEAGE BILL 


The House committee on interstate and foreign commerce, 
which planned to take up the Senate mileage book Dill for 
consideration in executive session this week, decided to post- 
pone the matter for several weeks. It is understood the con 
mittee is waiting on the decision of the Commission in the 
general rate case to see whether passenger rates will be reduced. 


M 
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AGRICULTURAL INQUIRY REPORT 
The Trafic World Washington Bureau 


An outline of the part of the forthcoming report of the 
Joint Commission of Agricultural inquiry relating to the rail- 
road labor situation was given by Chairman Anderson May 1. 
He said: 


We have found that the compensation paid to railroad employees 
increased 151 per cent in 1920 over 1916, and 105 per cent in 1921 over 
1916; that the number of employees increased in 1920 over 1916 was 
994.830; and that in most cases the number of hours’ work increased 
in much lower ratio than the number of employees. . 

The price of transportation is necessarily governed by its cost 
of transportation. There is, therefore, a very definite relation between 
the price which the public pays for transportation and the cost which 
the railroad pays for labor, material, and equipment. 4 

Certain elements which enter into this cost are now subject to 
regulation by the Interstate Commerce Commission or by other public 
bodies. The Interstate Commerce Commission now controls the issu- 
ance of railroad securities, and, to some extent, the capital charges 
arising from them. It controls expenditures for new lines and exten- 
sions. In general, however, expenditures for material and equipment 
are Within the province of management, subject to the same economic 
rules which apply in other industries. Wages paid by railroads are 
subject to initiation, determination, and control by the Labor Board. 
Wages constituted 66.4 per cent of railway operating expenses in 
1916,,and 63.4 per cent in 1920, and are therefore the largest single 
factor in the cost of transportation. 

We thus have, therefore, the anomalous condition of one govern- 
mental body controlling the price of transportation and another gov- 
ernment body controlling the major element of cost of transportation. 

It has been found by the commission that adjustment boards have 
not been created by the carriers and the employees in all cases, and 
that where created they have not always functioned in the final set- 
tlement.of disputes between carriers and their employees. They have 
not functioned to settle disputes finally because both employees and 
employers, having the right to resort to an appellate tribunal, almost 
invariably exercise the right on the chance that an appeal will result 
in a reversal and a determination of the adjustment board in their 
favor. In many cases the Labor Board has taken jurisdiction of 
disputes which have not previously been the subject of determination 
by adjustment boards. 

This has resulted in bringing before it a large number of disputes 
with respect to wages and working conditions applicable to individuals 
or small groups of individuals which by their number tend to over- 
burden the board and keep it from promptly considering the settling 
questions of larger aspect. 

The commission believes that in the settlement of ordinary dis- 
putes as to wages or working conditions the carriers and their em- 
ployees stand upon an equal footing, and their disagreements should 
be settled by the ordinary process of adjustment applying in other 
industries. It is only where such disputes threaten to interrupt com- 
merece that the paramount public interest justifies the interference of 
a governmental body. 

There is also a distinction between the general wages levels on 
railroads and those of other industries, and there are further distinc- 
tions between wage scales for classes of railroad labor and those 
applying to the same or comparable labor in other industries. These 
distinctions cannot well be preserved by rigid public regulation. 
Control over the details of the process of operation is essentially the 
province of management, while control over transportation rates is 
essentially governmental. 

The function of government is not to enter the field of transporta- 
tion wherever it can, but only wherever it is needed to protect the 
paramount public interest in uninterrupted service efficiently per- 
formed at reasonable rates. 

Subject to the restrictions which flow from this principle, rail- 
road management should be as free to exercise individual initiative 
and judgment in the determination of operating conditions as manage- 
ment in any other enterprise. Employees likewise should be as free to 
resort to the measure of organization or action necessary for their 
full protection as labor in other industries. 

Therefore, the employment relations of carriers and their em- 
ployees, whether individual or collective, should be primarily estab- 
lished on each road between man and management on terms mutually 
satisfactory, and they should be left free to reconcile their differences 
by adjustment methods of their own selection. Experience demon- 
strates that a continued arbitration body to which either party may 
a Mga disagreements multiplies rather than minimizes these 
disputes. 

Figures will be presented in the report showing the relation of 
wages paid several classes of railroad employees, industrial workers, 
and farm labor, together with indices of the wholesale commodity 
prices and the cost of living. 


PAYMENTS TO RAILROADS 


The Trafic World Washington Bureau 


The monthly statement of the Treasury Department show- 
ing payments in April to railroads under sections 204, 209, 210 
and 212 of the transportation act, issued this week, brought the 
fotal payments to $739,646,583.87. The April payments were 
made as follows: 

Under section 204 (reimbursement of deficits): Elwood, 
Anderson & Lapelle R. R. Co., $15,693.35; Kenwood & Eastern 
Railway Co., $8,764.96; Kentwood Greensburg & Southwestern 
R. R. Co., $52,423.22; Ursina & North Fork Railway Co., $3,094.98 

Under section 209 (guaranty): Buffalo, Rochester & Pitts- 
burgh Ry. Co., $61,093.21; Deering Southwestern Railway, 
$3,623.67; Detroit, Bay City & Western Railroad, $13,313.36; 
Gulf, Florida & Alabama Ry. Co., receiver, $6,684.92; Lake Erie 
& Western Railroad Co., $140,918.65; Lufkin, Hemphill & Gulf 
Ry. Co., $10,851.76; Rapid City, Black Hills & Western R. R. 
Co., $8,685.30; The Ulster & Deleware Railroad Co., $69,450; 
Western Alleghany Railroad Co., $39,226.17. 

_ Under section 210 (loans): Missouri & North Arkansas 
Railway Co., $3,500,000; The Seaboard-Bay Line Co., $1,100,000. 

_Under section 212 (partial payment on guaranty): Inter- 
national & Great Northern Ry. Co., receiver, $528,010.15. 
Total payments to May 1 on account of reimbursement of 
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deficits were $3,274,186.50; on account of the guaranty, $433,293,- 
680.37; on account of loans, $303,078,717. 

Repayments on loans totaled $74,475,320.65. Final payments 
to carriers under the guaranty aggregated $9,612,321.17. 

The Railroad Administration this week announced the fol- 
lowing final settlements for the 26 months of federal control: 
Wabash, $1,500,000; International & Great Northern, $100,000; 
Richmond, Fredericksburg & Potomac, $94,000; Richmond, Fred- 
ericksburg & Potomac, as successor of the Washington South- 
ern, $187,500; the Lexington Union Station Company, $17,000; 
and the Wood River Branch Railroad Company, $1. 

The Commission has certified to the Secretary of the Treas- 
ury that $48,956.59 is payable to the Nevada-California-Oregon 
Railway Company under section 204, and that $10,851.76 is pay- 
able to the Lufkin, Hemphill & Gulf Railway Company in final 
settlement under section 209. It has denied an application of 
the Kentucky & Indiana Terminal Railroad Company for a 
settlement under section 209 on the ground that the tenant lines 
will be taken care of under the guaranty. 

The Commission has certified to the Secretary of the Treas- 
ury that payment of $8,685.30 will satisy the guaranty in the case 
of the Rapid City, Black Hills & Western Railroad Co., which 
has received $15,000 in advances, making the total $23,685.30. 

The Commission has found that $8,764.96 is payable to the 
Kentwood & Eastern.under section 204. 

The Commission has certified to the Secretary of the Treas- 
ury that $58,367.64 is payable to the Texas Midland under the 
guaranty section (209) of the transportation act. The total due 


the road was found to be $158,367.34, $100,000 of which has 
bene advanced. 


PAYMENT OF CLAIMS BY R. R. A. 


That the Director-General, as a custodian of public funds, 
is not in a position to pay, voluntarily, claims which cannot 
legally be enforced, was the burden of a letter, written by 
James C. Davis to Frank S. Gardner, secretary of the New York 
Board of Trade and Transportation, in answer to a communica- 
tion from the board, which was printed in The Traffic World, 
April 22, p. 889. In this letter Mr. Gardner maintained that 
the language of the transportation act, forbidding suits to col- 
lect loss and damage claims after two years, did not preclude 
the voluntary payment by the Director-General of meritorious 
claims. 

_Mr. Davis did not agree with the New York organization, 
Saying, in part: 





Any payment made by the government subsequent to the date 
fixed by the act must be in the nature of a voluntary payment, upon 
a claim that cannot be legally enforced, or, as you term it, a debt of 
honor. T appreciate that an individual or a private corporation can 
make voluntary payments, but I am at a loss to understand how, as 
a public official. I can pay out public money in the face of a restric- 
tion such as Congress inserted in this ect, and, as these payments 
might run into quite large sums, I undoubtedly would have some dif- 
ficulty in justifying these expenditures if Congress should enquire by 
what authority the payments which you suggest were made 

I note your insistence is that I pay only meritorious claims. 1 
assume that every claimant would insist that his particular claim is 
meritorious. and the Railroad Administration would be forced to dis- 
criminate between the claims prese nted as to those which in its 
judgment are or are not meritorious. I am quite sure, if that policy 
were adopted, there would be many charges of unjust discrimination. 


Mr. Gardner, in a reply to the Director-General, under date 
of May 3, placed the blame for the attitude of the Railroad 
Administration on the inability of Mr. Davis to look at the 
matter from the public point of view. He said: 


If you would do that you would understand that this obligation 
and duty thus imposed upon the President by this plain provision 
of law and upon you as the President’s ‘‘agent.’’ is as sacredly bind- 
ing upon the President and upon you as is any law upon the humblest 
citizen. 

You would understand that when you refuse all claims because you 
assume that some claims are not meritorious you are exercising a very 
unjust discrimination against which there is a righteous, serious and 
sustained cause of complaint. 

You would understand that the President in appointing you as his 
agent to ‘‘adjust, settle. liquidate and wind up all matters’ * * * 
and ‘fall questions and disputes of whatsoever nature.” he, of course, 
supposed it possible, and Congress supposed it possible, and the veo- 
ple of the United States supposed it possible to “adjust, settle, liquidate, 
and wind up all matters’’ in accordance with the principles of justice, 
which means nothing short of acknowledging, settling and liquidating 
meritorious claims. 

You would understand that the plain requirements and_ provi- 
sions of the law, the plain requirements of common justice, cannot be 
satisfied if meritorious claims are dismissed en bloc and go unhonored 
by the Railroad Administration because it fears a charge of unjust dis- 
crimination if it pays claims which in its judgment are meritorious. 

You would understand that you will have more difficulty, in the 
light of the plain provisions of the law, in justifying a dismissal of and 
refusal to pay meritorious claims without investigation than you would 
have in justiying their payment, if Congress should inquire by what 
authority vou have refused to pay such claims. 


* 


FREIGHT CLAIMS REDUCED 


The annual report of the freight claim division of the Ameri- 
can Railway Association for 1921 shows, according to Lewis 
Pilcher, secretary, that the division had the most successful 
year in its existence. On the basis of last year’s figures it is 
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estimated that between forty and fifty million dollars will be 
saved to the railroads in the coming year, he said. 

The total payments made by the railroads in 1920 for losses 
and damage to freight in transit were $119,832,127, while in 1921 
the total expenditures for loss and damage were approximately 
$101,000,000, a decline of 16 per cent. 

The number of claims presented to the railroads for pay- 
ment in January, 1921, was 305,816. By January, 1922, the num- 
ber of claims presented had dropped to 200,353, a decrease of 35 
per cent. 

In the same period the number of claims paid decreased 40 
per cent, or from 314,178 in January, 1921, to 189,913 in January, 
1922, and the number of claims on hand and unadjusted was re- 
duced 54 per cent, or from 578,525 on January 1, 1921, to 264,653 
on January 31, 1922. 

In 1917, just prior to federal control, the actual loss and dam- 
incurred losses. By January of the following year the monthly 
payments had been reduced to $5,070,566, a decline of 51 per cent. 

Further, the handling of claims has been so expedited that 
the average time elapsing between the presentation of a claim 
and its settlement has been cut 60 to 90 days to 30 days. 

In 1917, just prior to federal control, the actual loss and dam- 
age payments made by the railroads totalled $35,079,757. Under 
government operation of the railroads these payments increased 
to $104,587,174 for 1919. In 1920 the loss and damage payments 
reached a new high mark totalling $119,832,127, largely as a 
result of occurrences during government operation. 

With the end of federal control the railroads began an in- 
tensive campaign to reduce the number of their loss and dam- 
age claims and consequently the amount necessary to reimburse 
shippers for losses of and damages to freight while in the hands 
of the carriers. This campaign is made in the interest of econ- 
omy of operation and is directed by the freight claim division of 
the American Railway Association. The results of this campaign 
are shown in the 16 per cent reduction in loss and damage ex- 
penditures in 1921 and in the decrease of 35 per cent in the num- 
ber of claims presented. 

As 300,000 fewer claims were carried over into 1922 than 
were on the books of the carriers at the beginning of 1921, and 
taking into consideration the reduction of 35 per cent in the num- 
ber of claims presented, which are generally for lower amounts 
than claims filed in 1921, there is good prospect that the total 
loss and damage bill this year will not exceed $60,000,000, and 
it may be cut to $50,000,000. 


REVENUE FREIGHT LOADING 


Revenue freight loading took a slight jump in the week 
ended April 22, the total number of cars loaded being 714,088 
as against 706,713 in the preceding week, according to the weekly 
compilation of the car service division of the American Railway 
Association. This was in spite of a very little change in coal 
loading, which, however, showed an increase of 594 cars over 
the preceding week. 

Increases were shown in the loading of all commodities. 
as compared with the preceding week, with the exception of 
coke and merchandise, L. C. L. 

In the corresponding weeks of 1921 and 1920 the loadings 
totaled 704,632 and 717,772, respectively. 

Coal loading totaled 63,445 cars in the week ended April 
22 as against 62.851 cars in the preceding week, and as against 
204,586 cars in the week ended March 25, and 184,952 cars in the 
week ended April 1—the date the strike began. 

The loading by districts in the week ended April 22 and 
in the corresponding week of 1921 was as follows: 

Eastern district: Grain and grain products, 6.747 and 5.605: 
live stock, 2,799 and 2,765; coal, 6.309 and 39,356: coke. 1.160 
and 841; forest products. 4.765 and 5.466; ore, 1,100 and 948: 
merchandise, L. C. L.. 67,361 and 56.516; miscellaneous, 75.942 
and 63,007; total, 1922, 166.183; 1921, 174.499; 1920. 156,355. 

Alleghany district: Grain and grain products. 1.925 and 
1,986; live stock, 2,465 and 3,185; coal, 11.436 and 42,340: coke. 
4.083 and 2,293: forest products, 2,676 and 2.320; ore, 2.368 and 
826: merchandise L. C. L., 50.424 and 42.526: miscellaneous. 
62,016 and 46,364: total, 1922, 137,393; 1921, 141.840; 1920, 141,704. 

Pocahontas district: Grain and grain products. 186 and 99; 
live stock, 92 and 92: coal, 22.594 and 17.526; coke, 243 and 149; 
forest products, 1,183 and 1,157: ore, 30 and 17: merchandise. 
L. C. L., 6.043 and 5.072: miscellaneous, 4,083 and 4,030; total, 
1922. 34.454; 1921, 28,142: 1920, 29,769. 

Southern district: Grain and grain products. 2.943 and 
2.848: live stock, 2,042 and 2,044: coal. 15.698 and 17.646; coke, 
514 and 576; forest products. 18,359 and 13,601: ore, 682 and 796: 
merchandise, L. C. L.. 37.758 and 35.311: miscellaneous, 42,664 
and 38,509: total, 1922, 120.660; 1921, 111.331: 1920. 123,447. 

Northwestern district: Grain and grain products, 8.485 and 
7,864: live stock, 6,716 and 7,117; coal, 2.776 and 3,058: coke. 
1,273 and 529: forest products, 16.403 and 12.920; ore, 3.146 and 
1.751: merchandise, L. C. 1... 29.389 and 26313: miscellaneous, 
31,664 and 28.279: total, 1922, 99.852; 1921,.87.831; 1920, 110,001. 

Central Western district: Grain and grain products, 9,257 
and 9.744: live stock, 10.536 and 12,101; coal, 3,321 and 14,190; 
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coke, 161 and 155; forest products, 5,849 and 5,551; ore, 1,820 
and 960; merchandise, L. C. L., 32,390 and 30,933; miscellaneous, 
37,113 and 29,889; total, 1922, 99,947; 1921, 103,523; 1920, 100,821. 

Southwestern district: Grain and grain products, 3,728 and 
4,525; live stock, 3,464 and 2,428; coal, 1,311 and 4,273; coke, 
175 and 139; forest products, 7,124 and 6,152; ore, 624 and 545; 
merchandise, L. C. L., 16,119 and 16,717; miscellaneous, 23,054 
and 22,687; total, 1922, 55,599; 1921, 57,466; 1920, 55,927. 

Total, all roads: Grain and grain products, 33,271 and 
32,671; live stock, 28,114 and 29,732; coal, 63,445 and 138,389; 
coke, 7,609 and 4,682; forest products, 55,859 and 47,167; ore, 
9,770 and 5,838; merchandise, L. C. L., 239,484 and 213,388; 
miscellaneous, 276,536 and 232,765; total, 1922, 714,088; 1921, 
704,632; 1920, 717,772. 


CAR SURPLUS AND SHORTAGE 


The daily average of surplus freight cars in good order 
showed a further increase in the period April 15-23, inclusive, 
as compared with the period April 8-15, on account of the coal 
miners’ strike. The total for the April 15-23 period was 371,764 
as against 333,393 cars in the period April 8-15, according to the 
weekly report of the car service division of the American 
Railway Association. The number of surplus coal cars increased 
from 187,918 in the period April 8-15 to 229,892 cars in the 
period April 15-23. The average daily shortage was 343 cars. 

The surplus was made up as follows: Box, 92,080; venti- 
lated box, 4,983; auto and furniture, 1,343; total box, 98,406: 
flat, 8,183; gondola, 125,871; hopper, 104,021; total, all coal, 
229,892; coke, 3,669; S. D. stock, 14,406; D. D. stock, 1,708; 
refrigerator, 8,648; tank, 562; miscellaneous, 6,340; total, 371,764. 

The shortage of 343 cars was made up of 161 box, 78 flat, 
74 coal, 25 refrigerator and 5 miscellaneous cars. 


REVIEW OF CAR LOADINGS 


Tabulations completed by the Bureau of Railway Economics 
show that while there was an increase in March, compared with 
the same month last year, of approximately 20 per cent in the 
number of cars loaded with revenue freight, the increase was 
principally due to a stimulation in coal shipments due to the 
rmiiners’ strike which went into effect on April 1. Loading of 
all commodities totaled 4,129,198 cars, compared with 3,452,941 
during that month in 1921, or an increase of 676,257 cars. Coal 
shipments during the month totaled 981,428 cars, an increase of 
55.24 per cent over the same month one year ago. Exclusive of 
coal, however, loadings of all other commodities increased only 
11.59 per cent, the total for March being 3,147,770 cars. 


In February there was an increase over the same month 
in 1921 of 9.42 per cent in the loading of all commodities, while 
for coal there was an increase of 26.05 per cent and for other 
commodities, exclusive of coal, 6.43 per cent. Incomplete reports 
so far filed by the railroads with the Interstate Commerce Com- 
mission indicate that there was an increase of approximately 23 
per cent in the net ton miles (the number of tons of freight 
multiplied by the distance carried) in March over the same 
month last year. 











ORDER AND LOCATION OF CARS 


Bad order freight cars numbered 317,783 on April 15 out 
of a total of 2.280.897 cars on line, as against 320.083 in bad 
order on April 1. according to the semi-monthly bulletin of the 
car service division of the American Railway Association. The 
percentage was 13.9 as against 14 on April 1. 

By clsses of equipment the revort showed the following 
bad order cars: Box, 154,457 or 15 per cent as against 14.9 
per cent April 1; refrigerators, 8,003 or 12.9 per cent as against 
12.5 per cent April 1; gondolas, 130.699 or 13.5 per cent as 
against 13.9 per cent April 1; stock, 9,485 or 11.5 per cent as 
against 11.7 April 1: and flat, 12,113 or 12.2 per cent as against 
12.5 ner cent April 1. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of April 15 showed the following: 
Eastern district, 98 as against 96.3 a year ago; Alleghany. 191.5 
as against 98.38 a year ago; Pocahontas. 88.1 as against 90.5 a 
vear ago: Southern. 101.4 as against 99.1 a year ago; Western. 
97.2 as against 96.8 a year ago: all districts, 98.4 as against 
97 a vear ago; Canadian roads, 92.4 as against 96.1 a year ago. 

The per cent of home cars on home roads as of April 15 was 
72.3 as against 69 April 1. By classes of equipment the per- 
centages were as follows: Box, 61: refrigerator, 67.8; gondola, 
81.2; stock, 86.5; flat, 81.1. 


WAR FINANCE LOAN REPAID 
The War Finance Corporation has announced that the ad- 
vance of $5.000,000 to the Baldwin Locomotive Works, Phila- 
delphia, Penn., made on January 15, 1920, for the purpose of 
financing the exportation of locomotives, has been repaid in full 
eight and one-half months in advance of the date of maturity. 
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REPAIRS IN OUTSIDE SHOPS 


Hearing on the question of contracts entered into by the 
Missouri, Kansas & Texas, for the repair of equipment in shops 
at Sedalia, Mo., Parsons, Kan., and Dennison, Tex., was held 
before the Labor Board May 4. The board took jurisdiction over 
the dispute as one likely to interrupt commerce, on the prayer of 
the railway employes’ department of the A. F. of L. A repetition 
of the argument made at the time the board consented to re- 
view the affair constituted the case of the union at the hearing. 

The M. K. & T., it was alleged, contracted for work in its 
own shops with the A. S. Hecker Co. of Cleveland, the new 
arrangement to begin April 24. All men hitherto employed by 
the carrier in those shops were to be discharged and rehired, so 
far as possible, by the contracting company. The employes point- 
ed out that that would mean the loss of seniority, free transporta- 
tion, and hospital benefits, all of which the carrier admitted, say- 
ing only that those things were beyond its control. 

M. E. Williams, assistant chief operating engineer for the 
M. K. & T., asked that the board dismiss the case. He said the 
dispute could not be called one likely to interrupt commerce be- 
cause the shops in question had been closed since January 1, 
1922, and because, in spite of that fact, the railroad had been ren- 
dering satisfactory service. It could not be supposed, he said, 
that the few days necessary for the contractor to hire men to 
fill the places of those who might strike would cause the railroad 
any major inconvenience. Over 400 men, he said, which were 
all that were needed, had already signed with the contractors for 
employment at the Sedalia shops. 


PENNSYLVANIA LABOR CASE 


The Trafic World Washington Bureau 


The question whether the United States should take an 
appeal to the Supreme Court of the United States from the 
decision of Judge George T. Page, in the United States court 
for the northern district of Illinios, eastern division, in which 
the constitutionality of the legislation creating the Labor Board 
was upheld but the Board’s act in summoning the Pennsylvania 
to account in that case was held to be beyond the scope of its 
powers, was discussed at the Department of Justice May 1. 
The views of the board were laid before Solicitor General James 
M. Beck and Blackburn B. Esterline, the latter in charge of 
litigation in which the interstate commerce law and related 
statutes are involved, by ‘Messrs. Hooper and Barton, of the 
Labor Board. 

Attorney General Daugherty is expected to make the dicision 
on what is reported to him by the solicitor general and Mr. 
Esterline. The lower court held that the powers of the board 
were advisory only. The question is as to whether the Depart- 
ment of Justice is willing to go to the higher court in support 
of a proposition that the decisions of the board are enforceable, 
by mandatory injunction or other judicial writ, when, as seems, 
the question is one of policy as much as, if not more than, one 
of the power granted by Congress. An amendment to the act, 
if desired, could cure what the members of the board are sup- 
posed to believe is a defect in the legislation. 

As unofficially viewed among men in the Department of 
Justice who deal with such matters, the weight of opinion seems 
to be that legislation could be procured sooner and more defin- 
itely than a decision of the higher courts reversing the decision 
by Judge Page. One of the questions to be decided on the 
procedural side of the case is whether the appeal, were it decided 
that one should be taken, should be to the circuit court or direct 
to the Supreme Court of the United States. Were it a case 
arising under the interstate commerce law, appeal would lie 
direct to the highest tribunal. Congress, however, appeared 
not to have definitely indicated whether the cases arising under 
the arbitration sections of the transportation law should or 
should not be subject to the rule governing cases arising under 
the law regulating the rates, rules, regulations, and practices 
of the railroads. 

That question of policy also involves the query as to what 

would be the attitude of organized labor toward a board that 
would have power to enforce its rulings or decisions, some of 
which, concievably, might be against the contentions of the 
labor unions. In 1916, while the Adamson bill was under con- 
Sideration, the labor leaders forced out of the bill, notwith- 
Standing the support of President Wilson, all language that 
might have been construed as giving the government the power 
to say what should be the reasonable rates of pay and the 
reasonable working conditions under which the men should 
serve, 
_ The Pennsylvania could appeal from that part of the decision 
im which Judge Page said he could not see any difference, in 
the matter of power, between a statute regulating the rates of 
a common carrier and a statute setting up a tribunal to regulate 
commerce between the states on the labor side of the same 
commerce or intercourse. The government has not been advised 
a8 to what the Pennsylvania intends doing. 

Attorney-General Daugherty, in talking with newspaper men 
about the case said the Department of Justice would “maintain 
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the position of the Railroad Labor Board, if it can.” He did not 
go into the difficulties it is believed he is dealing with in con- 
sidering that case, because, he said, he had not been fully in- 
formed about it by those whose.duty it is to deal with in the first 
instance, 


Chairman Hooper of the Labor Board, on his return from 
Washington, May 4, said that the result of his conferences with 
Attorney-General Daugherty was a decision by the Department 
of Justice to ‘‘back up the board to the limit,” in its fight against 
the Pennsylvania and the district court opinion recently ren- 
dered by Judge Page in that case. Hooper said immediate steps 
would be taken to prepare an appeal to the Supreme Court in 
the matter. 

In a memorandum prepared by Chairman Hooper, in his 
capacity as chairman of the board’s judiciary committee, Page’s 
opinion, in so far as it held that the board could not assume~ 
jurisdiction over disputes under section 301 of the transportation 
act, except on joint submission, was characterized as ‘strained 
and unnatural.” The memorandum, which clearly set forth the 
board’s position, inasmuch as it was accepted by that body, also 
comments on the recent decision of the Supreme Court of Mis- 
sissippi, which held that the board had the power to fix wages 
and that its decisions had the effect of awards enforceable by 
law. 


Significant parts of the memorandum were as follows: 


The federal judge held, in substance, as follows: 

1. That Gongress had the constitutional right to confer upon the 
Railroad Labor Board the power to render decisions that would have 
the binding force of decrees, and to fix wages and working conditions 
that would be enforceable. 

2. That Congress had not, in fact, conferred such power in the 
transportation act, but had only empowered the board to render 
decisions that are merely advisory and with no provision for their 
enforcement, except the persuasive power of public opinion. 

3. The court did not hold, as has been stated in a portion of the 
press, that no dispute could be brought before the board, except 
by the joint submission of the parties. 

The court did hold, however, that some disputes could be brought 
before the board only by joint submission, and that certain other 
disputes might be brought to the board by either party upon an ex 
parte submission. 

The court held that the Pennsylvania dispute as to how the 
representatives of the shop crafts should be selected to negotiate 
with the carrier a revision of rules was a dispute that could be 
brought before the board only by joint submission, and that it 
was not properly before the “board on the ex parte submission of the 
employes. The court held that the board’s decision was invalid, that 
the board would not be permitted to issue a decision censuring the 
carrier for violating said invalid decision and that the board’s motion 
to dismiss the carrier’s bill must be denied. 


Of course, the practical result of this holding is that when a 
conference is sought to be held in regard to a disputed rule or other 
question, either party may bring about a preliminary dispute that 
will prevent a conference; that this preliminary dispute may be 
withheld from submission to the board by the refusal of one party 
to join in the submission; and that the original dispute as to rules 
or wages will thus be kept from the board. 

It may be truly said that this would not often happen, but the 
fact remains that, in the present case, it has happened and that 
in connection with a question affecting the entire schedule of rules 
for an army of employes. 

This decision permits the Pennsylvania Railroad to set up a 
schedule of rules negotiated with a minority of its shop craft em- 
ployes, contrary to the letter and spirit of the transportation act. 

With all due respect to the learned court, the construction of 
the statute to the effect that the submission to the board of the 
dispute in this case or any other dispute between the carrier and 
its employes growing out of their relationship as such, must be a 
joint submission is strained and unnatural. 

Sections 307 (a) and 307 (b) provide the methods of submitting 
disputes to the Labor Board, after the conference has failed to ef- 
fect an agreement. 

These two sections must be considered together. 


Section 301 does not prescribe the manner or method of submit- 
ting disputes to the board. It does say that “if any dispute is not 
decided in such conference it shall be referred by the parties thereto 
to the Board,”’ etc. 

This is a mandatory provision. It directs that any dispute not 
decided in such conference shall be submitted to the board. No 
choice or discretion is left to the carrier and the employes as to 
whether any dispute shall be taken before the board. The taking of 
any dispute not decided in conference to the board is imperative and 
is not made subject to defeat by the whim of either party by requir- 
ing a joint submission. The mere fact that section 301 says that the 
dispute shall be referred to the board ‘‘by the parties thereto’’ should 
not be strained to mean a joint reference by the parties, in view of 
the fact that section 301 is dealing with conferences between the par- 
ties and that section 307-a and section 307-b specifically prescribed 
the manner of making submissions to the board. 

_ Section 307 (a) defines the methods of submitting to the board 
disputes involving grievances, rules and working conditions. 

_ Section 307 (b) defines the method of bringing before the board 
disputes with respect to wages and salaries. 

It is evident that these two sections are intended to cover any 
and every dispute that may arise between carriers and their em- 
ployes and all that are covered by section 301. 

It is quite unreasonable to suppose that the Act intends to ex- 
clude from sections 307(a) and 307 (b) any manner of dispuate what- 
ever, when no such intimation is given by its language and when no 
provision is anywhere made for a joint submission of a dispute. 

There can be no dispute growing out of the contract relations of 
a carrier and its employes that does not arise either from rules, 
wages or grievances. The dispute in question arose from the general 
dispute in regard to the revision of rules and it directly involved the 
particular rule as to the conduct of conferences and negotiations. 
The transportation act guaranteed to the employes the right to select 
their representatives to negotiate for them in the proposed confer- 
ence, and it became necessary to have a rule of some sort prescribing 
a method for the selection of such representatives. It was upon this 
rule that the dispute arose which came to the board. Before and 
since the passage of the transportation act it has been customary 
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for the schedules of rules agreed upon between carriers and their 
various classes of employes to contain rules regulating the manner 
and procedure for changing or revising the rules. It is also a matter 
of common knowledge that serious disputes sometimes arise in regard 
to rules that do not directly, but only incidentally, affect a question of 
wages or working conditions. 

The board should take steps at the proper time to have the de- 
cision of the Circuit Judge reviewed by the Supreme Court. 

Mississippi Decision 

A few days ago, the Supreme Court of Mississippi rendered a de- 
cision of importance to the Railroad Labor Board. 

A section laborer on the New Orleans & Great Northern Rail- 
road brought a suit against said carrier, alleging that the carrier 
had arbitrarily reduced his wages below the figure fixed by the 
Labor Board in decision No. 2, and seeking to recover the difference 


between what he had been paid by the carrier and what he would 
have been paid under decision No. 2. The lower court dismissed the 
employe’s suit on demurrer. The supreme court reversed the judg- 


ment of the lower court and held, as follows: 
1. That the transportation act confers upon the Railroad Labor 


30ard the power to fix wages for railroad employes, that the de- 
cision of the Board in a wage dispute has the effect of an award 
and that an employe has a right of action against the carrier for 
compensation for his work on the basis of the wage prescribed in the 
board’s decision. 

2. That the transportation act is constitutional. 





LEAGUE HEARD IN WAGE CASE 


Half the hearing-room full of labor leaders and aitorneys 
greeted the Traffic League delegation when it arrived to present 
its petition of intervention in the wage case before the Labor 
Board the afternoon of April 28. John S. Burchmore’s reading 
of the petition (see The Traffic World, April 29, p. 960) and his 
colloquy with Chairman Hooper, were frequently interrupted by 
objections from Frank P. Walsh, who headed the labor delegation. 

Mr. Burchmore began his presentation by thanking the board 
for allowing the League to appear independently, and said that 
it would have been embarrassing to ask the carriers for part of 
their time, as had been suggested. 

“The National Industrial Traffic League simply wants to be- 
come a party to this case,” he said. “It does not wish to appear 
as favoring either side, as such. The League has been recog- 
nized by Congressional committees on numerous occasions, and 
its representatives took an important part in the recent general 
rate inquiry before the Interstate Commerce Committee.” 

“You must understand, however,” interjected the chairman, 
“that your organization is directly interested in rates and not 
directly interested in wages.” 

“Oh, yes we are!” exclaimed the League attorney. “The 
statute says we, as shippers, must pay the railroads high enough 
rates to cover the cost of operating the railroads plus a reason- 
able return on their valuation. And wages are a part of the 
cost of operation.” 


Half way through the reading of the petition, Mr. Burchmore 
was interrupted by Mr. Walsh, who said that he had just dis- 
covered he was mistaken when he thought the document the 
League attorney was to read was a statement of rights. 

“It seems now,” Walsh said, “that the gentleman is trying 
to get into this record the views of his organization—not what 
he considers its rights to intervene.” 

“We are merely trying to tell the board,” Mr. Burchmore 
interrupted, “to what extent we desire to intervene.” 

“The board in its letter to these gentlemen,” said the chair- 
man, “made known its position as to allowing outside interests 
to become parties to a case before it. The League has asked for 
this opportunity to be heard on that question.” 

“Well,” snapped the labor attorney, “if this sort of testimony 
is allowed to go into the record under the guise of a petition 
of intervention we wish to enter a protest and retire.” 

“You have my permission,’ smiled Burchmore. 

“Gentlemen,” broke in the chairman, “I can control neither 
Mr. Walsh’s desire to retire nor Mr. Burchmore’s argument. This 
is an important question. I have already said that the board 
does not recognize the League’s right to become a party to this 
case, but it does recognize the right of the League’s attorney to 
argue that it should be permitted to become a party.” 

Deep interest was evinced by the board members in the head- 
ing of the petition, which proceeded uninterrupted until the 
portions which scored the board for laxity in its method of con- 
ducting hearings. The chairman asked for a rereading of some 
portions of that part of the petition, and a short exchange took 
place in which the board member declared, following Mr. Burch- 
more’s statement that the board “shall institute hearings prop- 
erly conducted, in accordance with statute.” 

“That is exactly what has been done.” 

Mr. Burchmore concluded by saying that if the board should 
see fit to make the League a party to the dispute, no oral testi- 
mony would be presented, it being merely the League’s desire, in 
that event, to enter a formal motion to dismiss the wage case. 

Without a moment’s hesitation, Chairman Hooper said: 

“The chair rules that under the law no interest or individual, 
other than the carrier or employe involved, may interevene in 
a case before this board or become an actual and formal party 
thereto.” 


“May we have a formal ruling to that effect?” asked League’s 
counsel. 
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“A formal ruling will be entered in response to your peti- 
tion,’ was the answer. 


Labor Men Bolt 


J. H. Libby, economist for the National Industrial Confer. 
ence Board of New York, was next called on, but before he could 
begin his presentation, Mr. Walsh was again on his feet, way- 
ing aloft his prepared protest and demanding an opportunity to 
enter it. The economist agreed to allow ten minutes, at the re 
quest of the chairman. 


“We were under the impression that the board was going 
to allow these gentlemen formally to intervene when this protest 
was prepared,” said Walsh, “and we think it might as well be 
put in because the board’s distinction between allowing an out- 
side interest to become a party and allowing them to come in 
here for a little hearing all of their own is exceedingly fine spun. 
These gentlemen who have just failed so miserably in their at- 
tempts are now threatening to drag the board into the courts 
on the question.” 


“Like St. Paul,’ interrupted Mr. Hooper, “none of these 
things move us.” 


“And to continue from the Bible,’ resumed Walsh, “I warn 
you to be wary and alert.” 

The chairman disposed of the labor leaders’ protest by say- 
ing that under the transportation act the board had the power 
to seek where it wished for information, and that if it saw fit 
to allow the League and other organizations to come in and give 
the board the benefit of special information, it had the right to 
do so. 

“The position of the board can be summarized,” said Mr, 
Hooper. ‘First, the League may not intervene in this case; 
second, the board can hear outside parties if it wants to but it 
is not obliged to do so. Allowing the League and the Conference 
Board to come in here today is not setting a precedent or out- 
lining a policy. The board reserves the right to hear or to refuse 


to hear from parties such as these just as it sees fit in its own 
discretion.” 


“Does the testimony Mr. Burchmore has just introduced now 


form a part of the record in docket No. 1300 (the wage cases)? 
“It does.” 


“Then we shall ask the board to excuse us,” said Walsh, and 
the labor delegation left in a body. 

Mr. Libby then made an interesting presentation, in which 
he sought to show, by means of graphic charts, that railroad 
wages were so high as to influence wages in outside industries. 
He said his organization was maintained, for purposes of econ- 
omic research, by 32 independent associations of manufacturers. 


Board Must Ignore Public Interest 


The objections of the labor leaders, as voiced by Mr. Walsh 
and Donald R. Richberg, and printed in a 50-page book, were 
summarized as follows: 


The Labor Board has entirely mistaken its functions if it as- 
sumes that it has been made the guardian of general public interests 
in disputes between carriers and employes. The only public interest 
which the Labor Board has been organized to protect is the interest 
of the public in the uninterrupted flow of interstate commerce, which 
may be threatened by a dispute over wages and working conditions 
between carriers and employes. The public interest in rates to be 
paid for interstate transportation has been confided to the Interstate 
Commerce Commission and not to the Labor Board. The public inter- 
est in relations of employer and employe and in the establishment of 
generally satisfactory working conditions has not been confided, so 
far as observable, to any federal board, and certainly not to the Labor 
Board. The only function of the Labor Board is to settle a dispute 
between carrier and employes, and the only persons who can properly 
be heard in such disputes are witnesses produced by the contending 
parties, or possibly witnesses, upon the issues between the parties, 
produced by the board itself. 


Claims League Does Not Represent Public 


The organizations seeking hearing at the present time exhibit 
in their names and their constituents that they do not represent the 
public, but on the contrary are organizations of private selfish inter- 
ests. 

Attention may here be called to the fact that there appears al- 
ready in the record of the present proceeding as well as in the Con- 
gressional Record of January 23, 1922, evidence. of the private and 
partisan purposes of various organizations seeking hearings before this 
board. It may be suggested that the public chooses its own repre- 
sentatives, that they are elected officers of government and their aP- 
pointees; and that individuals who cannot trace their authority back 
to popular suffrage have no right to claim to represent the public. _ 

It should be pointed out that if the board calls as its witnesses 
representatives of shippers who have an obvious interest in_ lowe! 
rates, and hence in a lower cost of transportation, and therefore bes 
lower wages, the board should aJso call as its witnesses representa- 
tives of labor organizations in other industries whose wages al 
affected by the wages established in the transportation industry. 


Statistics Under Partisan Handling Are Unreliable 


The organizations seeking to intervene cannot be given standing 
as witnesses, because witnesses must be individuals capable of being 
sworn. , 

The individual representatives of the. organizations seeking to ol 
tervene cannot appear as witnesses in their own behalf because the) 
cannot be made parties. a 

Therefore, if such individuals are heard they must be called - 
witnesses by either: (a) the carrier, or (b) the employes, or (c) th 
board. ting 

If the board permits one organization to be heard_ represen e 
private or special interests there will be no reasonable basis fo! pel 
cluding any organization and the board will be required to hold = 
tensive hearings of little value affording every organization, whit 
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desires to advance a special interest, or some general program of 
olitical or social reform, opportunity to be heard, thus imposing an 
unfair burden of time and expense on the parties and the board. 

The purpose of referring disputes to the board is largely to crys- 
tallize and define issues between carriers and employes and to obtain 
an impartial judgment upon those issues. To clutter up the record 
with a mass of other issues and evidence will defeat the main pur- 
pose for which the board was created. ; , 

Statistics under partisan handling are notoriously unreliable and 
it is equally notorious that expert opinion follows a fee. Statistical 
information and expert opinion, if brought into the record by action of 
the board, should proceed from official representatives of the public 
and not from partisans masquerading as members of the public. 

The transportation act specifically provides that officers and em- 
ployes of the United States shall supply the board with any data or 
information necessary, and this specific provision for the production 
of evidence from representatives of the public excludes by implica- 
tion the propriety of seeking information from private organizations 
whose claims to a public opinion have no popular sanction. 

The partisanship of e witnesses offered is obvious from the names 
of the organizations which they represent. The parties who desire 
their testimony should be compelled to accept responsibility for its 

oduction. 

on The value of the board as a government instrumentality depends 
upon its acting with strict propriety within the accepted limitations 
upon the activities of an arbitrator. 


Board Bias Intimated 


Finally, it may be pointed out that the value of the board as a 
government instrumentality depends largely upon the performance of 
its duties in strict propriety within the accepted limitations of the 
function of an arbitrator. ; 

“If arbitrators conduct themselves with bias or partiality this 
amounts in law to misconduct, which will warrant the setting aside 
of the award.’’ 5 Corpus Juris., 190. ‘ 

It would certainly be an exhibition of bias or partiality for this 
board to call as its own witnesses persons whose evidence is intended 
to support the contentions of either side to a dispute before the board. 
It would be equally an evidence of bias or partiality for the board to 
permit such partisan witnesses to appear without the responsibility 
for their appearance being accepted by those in behalf of whom 
they seek to testify. 

“While arbitrators are not bound by the strict and technical rules 
of law, they must nevertheless have due regard to natural justice and 
the rights of the parties; and irregularities in their proceedings 
whereby these things are arbitrarily disregarded constitute such mis- 
conduct as will necessitate the setting aside of the award. For exam- 
ple, an award may be set aside because the arbitrators * * * 
exceeded their jurisdiction in considering matters not submitted. 
* 2. s° § Corpus Juris. 191. 

The United States Railroad Labor Board has been established as 
a tribunal for arbitrating disputes between carriers and employes. | It 
will not be assumed that the board desires to exceed its jurisdiction 
or to conduct proceedings in a manner which would reflect upon the 
impartiality of its deliberations. Yet in its desire to be entirely 
fair and to consider all proper questions involved in disputes pre- 
sented to it, the board may unintentionally err as well upon the side 
of doing too much as upon the side of doing too little. It is respect- 
fully submitted that the board should confine itself most carefully to 
the exercise of those functions with which it has been endowed, that 
it should observe most carefully those precedents of arbitration which 
will insure a fair hearing to the parties to disputes presented to it. 

What the legal effect of the board’s rulings may finally be held 
to be is a matter now involved in doubt. An opinion of Judge Page 
of the United States District Court limits the effect of the decisions 
of the board largely to the establishment of an official public opinion. 
In an opinion of the Supreme Court of Mississippi the decisions of the 
board are given effect as establishing contract rights legally en- 
forcible between carriers and employes. 

Whether in the end, under the present law or even under pos- 
sible amendments thereto, the decisions of the board are confined in 
legal effect to expressions of opinion, or become in effect legally en- 
forcible judgments, it is equally important that the procedure of the 
board be such as will inspire public respect and confidence and protect 
the legal rights of the parties who are given hearings by the board. 
To accomplish either of these results hearings before the board must 
remain hearings between parties to disputes presented to the board. 
The production of evidence in such hearings must remain largely, if 
not entirely, within the control of the parties. The interference of 
outside persons in a controversial matter, whether submitted to a 
court or to a board of arbitration, is contrary to the entire spirit of 
“due process of law’’ as interpreted and enforced in the courts of the 
United States. It is respectfully submitted that such attempted inter- 
ference should not only be stopped at the outset but should meet such 
rebuke from the board that further efforts of similar impropriety will 
be decisively discouraged. 


Jewell Makes Statement 


From the offices of the railway employes’ department of the 
A. F. of L. the following statement by B. M. Jewell, president, 
Was issued after the hearing: 

The refusal of labor organizations to continue in the hearing be- 
fore the Labor Board this afternoon was a protest against a long con- 
Unued procedure by which the board has gradually deprived the em- 
Dloyes of their right to have wages fixed as “just and reasonable” 
Compensation, in accordance with the law and natural justice. 

About a year ago the board violated an unbroken line of prece- 
dence of courts and arbitrators and allowed testimony of the ability 
of a railroad to pay wages to affect the fixing of a fair wage. Today 
the board went a step further in receiving testimony of the financial 
ability of the customers (shippers) of a railroad to pay. 

Congress established the Labor Board to fix “just and reasonable” 
wages. The board has no authority to listen to evidence and to 
make its decisions on evidence which has nothing to do with what are 
Just and reasonable’’ wages. 

i The decisions of the board, if based on such evidence. will have 
ittle value, and hearings are merely a waste of time and money of 
the carriers and their employes. 


CURRENT AMERICAN SHIPBUILDING 


On April 1, 1922, American shipyards were building or under 
contract to build for private shipowners 135 steel vessels of 
“11,918 gross tons, compared with 136 steel vessels of 197,011 
ross tons on March 1, 1922. These figures do not include govern- 
Ment ships or ships building or contracted for by the United 
States Shipping Board. - 
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SHIP SUBSIDY HEARINGS 


The Trafic World Washington Bureau 


Doubt as to whether or not an American merchant marine 
could be established under the provisions of the proposed ship 
subsidy bill, with all the direct and indirect aid provided there- 
in, was strengthened by a declaration by Frank C. Munson, presi- 
dent of the Munson Steamship Line and member of the commit- 
tee representing the American Steamship Owners’ Association, 
before the ship subsidy committee, that the subsidy should be 
twice as large as that provided for in the bill. 

“In the hearings of this joint committee some facts have 
not been sufficiently brought to the attention of you distinguished 
representatives of the people of the United States,” said Mr. Mun- 
son, who then set forth the “facts” as follows: 


Values of Ships.—No account has been taken in the consideration 
of the subsidy of the difference in value of American ships as com- 
pared with foreign ships. The reason for this I feel has been the 
impression that the board would sell its ships on a basis of the market 
value of the world, but in figuring this way the fact has been over- 
looked that almost all American owners have boats in their fleets 
which are on a higher value than the market of today. 

It should also be emphasized to you that it costs about 25 per 
cent more to build new ships in American yards than in foreign yards. 
It is estimated that American owners must build about a million and 
a half gross registered tons of freight and passenger ships to make 
a well balanced fleet. 

A difference of 25 per cent in the value of American ships at 
$60 per ton, which figure is aS low as the cost of American building 
has ever been, would be, on a 10,000-ton ship, $150,000, and insurance, 
depreciation and interest, figured at 15 per cent, would mean a differ- 
ence in running expenses against the American ship of $22,500 per 
annum, or over twice what the American subsidy would pay the ship 
per annum as proposed. 

Depreciation.—Before the war and heavy taxation period foreign 
owners used to depreciate their goods ships in good years to a greater 
degree than in lean years, thereby getting the vessels down to a lower 
value on their books, for the majority of British ships, than is the 
case with American steamers. A difference of 10 per cent in such 
values would mean on a 10,000-ship $100,000, or a handicap against 
the American ship of $15,000 a year on this item alone. 

Figures compiled by our shipowners’ association go to show that 
the basis of compensation mentioned in this proposed bill is not as 
much as it should be to make up the difference in wage and victualling 
costs between the British ship and the American ship, so that our 
shipowners’ association in its recommendations is strongly urging you 
to make a good increase in the basis of compensation as being vitally 
necessary to make it possible for the American flag to stay on the 
seas—as we all want to see it do. 

I am a believer in the faet that American industry has passed 
through its lowest period of depression and that the country as a 
whole is on the way to better times. Better times means greater 
employment, and in many industries we will see the gradual re-em- 
ployment of men now out of work. And with the gradual increase in 
employment among American industries, American ships must expect 
so far as wages are concerned, to be Kept on a parity if we are to 
keep the men who have learned to run our ships, still with us as a 
part of the upbuilding of our American merchant marine. 

You should therefore consider that this wage question is to he 
considered not only from its present-cost standpoint, but with the 
probabilities that within the next year or so we may see an increase 
in wages all along the line, for American ships. Such increases are not 
probable on our competing flag vessels because improved industrial 
conditions are not going to come back as rapidly abroad as they do 
here, and because the greatest ship-owning nation in the world—Great 
Britain—allows a great leeway as to the employment of foreign crews, 
which means, for example, that the very large number of British 
ships trading in Far Eastern trades and to and from their mother 
country are employing Chinese and Lascar crews at a very large 
saving in wages. 

This one item in the difference in wages between the union scale 
prevalent in England for British seamen, and Chinese, has recently 
been compared by me, and it shows that on a British vessel of 
8100 tons deadweight it made a difference on a recently signed-on 
crew of practically $500 a month less wages, and $300 a month less 
cost of victualling. And that one item of $800 a month, or $9,600 a 
year, is a big difference in cost of operation. This is more than the 
amount the same size American ship would receive under the proposed 
subsidy per annum, 

_. These figures are startling and they have not been taken into con- 
sideration in the comparisons which have been made before this 
committee by the Shipping Board or any of the previous witnesses. 

They serve, however, to emphasize the need for subsidy, which 
should be twice as large as that provided for in the proposed bill. 

Price of Vessel.—The next point which I desire to emphasize is the 
need for the Shipping Board being empowered to place the price on 
vessels which in its judgment shall be a fair one in consideration of 
the markets of the world. 

_ It will be necessary to give suitable allowance for the American 
ships built by the Shipping Board for war purposes as being a more 
expensive type to operate due to the fact that the majority of them 
were over-powered in design so that they could be speeded through 
the submarine zones to get away from the submarines. This has 
made them an uneconomical type for normal trades, i. e., they have 
more loss in deadweight for a given size of hull because of the larger 
engines and boilers and they burn more fuel. These are two very 
important features which I believe have not hitherto been considered. 

The British freighter built during the war was always built with 
due regard to her commercial operation after the war and their vessels 
are not over-powered. The American 4000-tonner, built by the Ship- 
ping Board, burns, for example, 24 tons of coal per day, whereas 
the Norwegian, Danish or British ship of the same deadweight burns 
only 14 to 16 tons per day. 

_ The hull of the foreign built boat is smaller. Her gross tonnage 
is less and consequently every time she enters and leaves port she 
— in port charges, as well as on one of the great items of operation 
—fuel. 

Competition—American Underwriters.—Another point which TI 
think should be strongly brought home to you is the vital importance 
of competition in all fields. It is the life of trade, without which 
progress is bound to be slower. 

If American insurancé companies were given the opportunity to 
have a monopoly of the insurance of all American vessels I fear that 

the rates would be much higher for American insurance than they 
would be where the American underwriter competes with the foreign 
underwriter. 

Conversion of Ships.—One of the greatest opportunities of the 
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Shipping Board to dispose of some of its less efficient steamers is 
going to be for conversion purposes. The board could afford to give 
away some of the vessels to American owners who would agree to 
convert them within a period of three or four years in order to give 
that much more work to American shipyards and repair yards. Those in- 
dustries are in a serious condition, and every possible effort should 
be made to increase such work as the conversion of inefficient ves- 
sels into modern and thoroughly efficient ships for competition in the 
trade of the world. 

The prinicpal point I wish to make clear here is that if the 
Shipping Board sells 200 or 300 ships at even $5 per ton, it will have 
gotten rid of a great many ships which could not possibly have been 
sold at any price whatever, and it will have given work to the 
American shipyards and repair yards, and it will also have been an 
incentive to American inventive genius to produce better types of 
Diesel motors and propelling machinery which will put the American 


ship in a position to readily compete with the increasing number of 
foreign Diesel-motored ships being turned out. 

You would be doing a far-sighted service to the American mer- 
chant marine if you appropriated money for a committee of engineers 
who would devote their time to the advancement and development of 


marine propulsion, and towards aiding the shipyards and shipowners 
in their development in every way possible. This committee under 
the Shipping Board would be of great practical value in the years to 
come, 

It is important that funds used by the shipowners for the con- 
version of old ships or inefficient ships into efficient vessels by putting 
in new types of propelling machinery shall have the benefit of being 
exempt from the payment of income taxes the same as if this money 
was used for investment purposes in newly built tonnage or tonnage 
acquired by the Shipping Board. 

10 Per Cent Clause, Page 24, Paragraph C.—The shipping business 
is now very poor and many owners will not be able to make more 
than 3 per cent to 5 per cent on their investment, at best, in the next 
two or three years. The clause in the bill which refers to the pay- 
ment back to the government of one-half of the profits in excess of 
10 per cent should be amended to average same over a period of 
years instead of for a single year, as the poor earnings periods would 
then be equalized by averaging the whole over a period of years. 

Bareboat Charter.—The chairman of the Shipping Board in his 
very constructive statement before your committee did not to my 
mind sufficiently emphasize the need for the furtherance of the present 
bareboat charter system. 

The bareboat charter forces onto the charterer all responsibility 
for able crew, upkeep of ship and all chances for profit or loss. It in 
fact makes the operator of a bareboat chartered ship act as if he 
was its owner, and I believe that a great saving can be effected by 
the Shipping Board if it will reduce its bareboat charter rates on its 
freight ships so as to enable its present operators of ships who have 
vessels allocated to them to operate the ships without the present 
Shipping Board inspection, supervision and direction. This policy 
followed would mean a big saving of Shipping Board expense because 
of its ability to cut down overhead and its agencies throughout the 
world, And it will increase the initiative and experience of present 
Shipping Board operators more than any other means that I know of. 

Subsidy Effect on American Industry.—It is my firm belief that 
the subsidy bill in a modified form as to increased basis of compen- 
sation will be of very great benefit to all American industry and to 
all of our farmers as the maintenance of American ships on the sea will 
assure fair treatment in freight rates in competition with foreigners 
as nothing else can assure it. 

Trade Routes.—Every good trade route should be maintained for 
the benefit of American exporters and importers, and the routes from 
southeastern, southern and western ports should be encouraged and 
the backing of local capital secured in all possible cases. It is of 
course most desirable that the Shipping Board should sell its ships 
and cease its active ownership of vessels as speedily as possible. I 
am and always have been a great believer in the future of the routes 
now being developed and to be developed from those ports which have 
American territory which can be developed and enriched by the main- 
tenance of steamship lines out of ports nearest to them. 





Mr. Munson said he was opposed to railroad ownership of 
vessels in the foreign trade, adding that he believed such owner- 
ship would cost the American shipper more in the long run. He 
said if the railroads operated steamship lines they would hurt 
the smaller operators. 

W. A. Thompson, Jr., vice-president of the Texas Company, 
asked that the bill be amended so that tanker fleets would enjoy 
the direct aid provided by the bill. He said if the tankers were 
not given the benefit asked for, the time would soon come when 
foreign tankers would carry cargoes at a price close to the cost 
of operation of the American tankers and that American oil 
—* would be forced to any new tankers under foreign 

ags. 

Representative Davis, of Tennessee, has called on the ship 
owners “to give full and definite information as to the organi- 
zation, capitalization, assets, liabilities, when the ships were 
bought, and the price paid, and their age, and at what they were 
capitalized; the annual profits or losses to the company, the 
dividends paid, the amount added to surplus, the bonds paid, 
salaries paid, facts with regard to subsidiary and affiliated con- 
nections, and dividends, ete., of those concerns.” 

Winthrop L. Marvin, vice-president and general manager of 
the American Steamship Owners’ Association, said he would 
submit the request to the association. He denied that American 
steamship companies were overcapitalized. 

W. S. Brown, president of the National Marine Engineers’ 
Beneficial Association, and John H. Pruett, head of the Mas- 
ters, Mates and Pilots of America, appeared before the ship 
subsidy committee in support of the proposed legislation as 
modified by the Shipping Board to meet their objections, the 
board having agreed to withdraw the naval reserve section. 

Mr. Brown said his organization had for years been op- 
posed to the granting of a subsidy, but that now it had come 
to the conclusion that it was no longer wise to oppose national 
aid, which he said was needed because of the higher costs of 
operation of American ships as compared with the cost of op- 
eration of ships under foreign flags. 


Passage of the bill, he said, would result in the employ- 
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ment of thousands of idle marine engineers and tend to alleviate 
general unemployment. If the bill does not pass, he said, the 
unemployment situation, particularly among the marine work- 
ers, will become more acute. 

Mr. Pruett said the bill was necessary to enable American 
operators to meet the increased cost of operation and that its 
passage would save the fleet built in the war period. 

Andrew Furuseth, head of the International Seamen’s Union 
of America, charged before the joint committee that the advo- 
cates of the subsidy bill were relying on their showings that a 
subsidy must be granted to meet the difference in wage costs 
on American and foreign ships, while the reduction of the size 
of American crews under orders of the Shipping Board had re. 
sulted in the actual monthly wage cost of seamen on a British 
ship being 54 per cent higher than on an American Shipping 
Board vessel of the same class and tonnage. 

“Don’t make the seamen pack-mules that are to carry the 
responsibility for the burdens that the bill places on the back 
of the taxpayer,” said Mr. Furuseth. 

A resolution adopted by the union last January, opposing a 
ship subsidy, was read into the record by the witness. He said 
the union favored “any just mail subsidy” on the ground that it 


was compensation for service performed and therefore was not 
a subsidy. 


The witness said there was very little that was new in the’ 


reasons given for the necessity of the proposed legislation. 

“It is contended here that there is a differential in the cost 
of subsistence,” said he. “This is almost amusing. If there is 
any difference, it is microscopic.” 

Where there is a differential in the wage cost, he asserted, 
it is due to non-enforcement of the seaman’s act. He said if that 
act were enforced there would be no need for the subsidy method 
of aid which had been proved ineffective. 

Mr. Furuseth suggested that instead of granting the subsidy 
it would be better to have a drawing for the distribution of the 
ships owned by the Shipping Board. That would save the gov- 
ernment a great deal of money and, moreover, get the govern- 
ment out of the ship-owning business, he said. 

Mr. Furuseth said American seamen’s wages had been de: 
flated “more violently than those of any other nation.” As a 
result of wage reductions, he said, the wages of American sea- 
men are now much lower than the wages of Canadian and Aus- 
tralian seamen; are practically on a level with British wages, and 
are substantially higher than the wages only of Japanese among 
the principal maritime nations. 

“The only real advantage in wages or salaries which the 
British ship owner now enjoys as compared with the American 
is in the lower salaries paid deck and engineer officers,” said he. 

“The present policies of the U. S. Shipping Board and Ameri- 
can private owners as regards manning and wages are dangerous 
to safety of life and vessels, inimical to operating efficiency, and 
destructive of the American merchant marine.” 

Mr. Furuseth said able seamen were now being hired for 
service in the Atlantic trade at rates ranging as low as $25 a 
month as against 1920 rates of from $85 to $90 on American ships. 
The present rates, he said, range from $47.50 to $65, but that 
the rate actually paid in the Atlantic was $35. 


“The seamen are the real source of sea power and maritime 
supremacy,” said he. “Every great maritime nation knows this. 
It is the seamen who are responsible for the efficient navigation 
and safe conduct of the vessel. They are also the basis of naval 
power, since every navy must, in the last analysis, be recruited 
from its merchant marine. It is for this reason that the British, 
who have had centuries of experience upon the sea, and who 
are long-headed enough to know how to maintain maritime sv- 
premacy, have refused to cut the number of able seamen who 
man their vessels, in spite of the great temptation of greater 
immediate profits through undermanning.” 


The witness declared that no American who could find em- 
ployment elsewhere would ship on American vessels under pres- 
ent conditions, and that the places will be filled by Orientals and 
“the scum of seamen of all other nations.” ; 

“Thus American sea power is doomed, no matter what arti- 
ficial stimulus is provided in the way of subsidies, unless al 
immediate change is made in the policy as regards wages and 
manning of American ships,” said he. 

Chairman Greene, of the House committee on merchant 
marine and fisheries, submitted a statement from James M. 
Curley, mayor of Boston, favoring the subsidy bill. Mr. Curley 
stressed the point that an American merchant marine is neces 
sary to permit the United States to dispose of its surplus prod- 
ucts and thus maintain prosperity. 


“It becomes bluntly plain,” said he, “that the preventive 
remedy for our industrial ills lies in obtaining foreign markets 
that will consume our domestic surplus, and enable us to keeP 
the wheels of industry turning fifty-two weeks in the yeal. 
The ships that carry the trade control it. The nation that owns 
the ships is the master of the markets its trade goes to.” ’ 

Mayor Curley said the policy of subsidies benefited the 
whole country, adding that that policy was found in the a 
and harbor appropriations, road-building appropriations an 
other appropriations by the federal government. 
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Vincente Villamin, director of the Philippine-American 
Chamber of Commerce, appeared before the committee in 
opposition to extension of the coastwise laws of the United 
States to the Philippines. He said the extension of those laws 
to the islands would be an obstacle to the granting of inde- 
pendence. ; : 

Following Mr. Villamin, cross-examination of Mr. Furuseth 
was begun. In reply to questions by Representative Bankhead 
of Alabama, Mr. Furuseth stood by his assertions that the wage 
and subsistence differentials in the cost of operation of Ameri- 
can and British ships were practically negligible so far as the 
seamen were concerned. He charged that the American private 
operators were ignoring the language test provisions of the 
Seamen’s act; that the operators were not giving preference 
to American seamen; that if there was any exception it was 
the Standard Oil Company, which he said came nearer to observ- 
ing the regulations under the law than any other private opera- 
ior of vessels. 

“Generally speaking,’ Mr. Furuseth said, “the shipowners 
want to get the cheapest men they can get, regardless of previous 
experience or the language test.” : 

Miss Alice Lorraine Daly, of Pierre, S. D., candidate of the 
Non-partisan League for governor in North Dakota, asserted 
that the subsidy bill was “a gold mine for the shipping inter- 
ests, while Congress had handed only gold bricks to the 
farmers.” 

“I can’t believe that this committee intends to endorse this 
ship subsidy bill,” said she, “because even a woman is immedi- 
atly impressed with the unbusinesslike quality of many of its 
provisions.” 

The witness criticized the bill because under it vessels 
could be sold by the Shipping Board without advertisement. 
She also criticized the provision under which loans could be 
made at the rate of 2 per cent interest, because farmers had to 
pay 6 per cent on long term loans and as high as 10 per cent on 
short term loans. 

“The fact that President Howard of the American Farm 
Bureau Federation recommends this bill is sufficient proof to 
the discriminating that the rank and file of farmers are strongly 
opposed to it, since a large majority of real farmers want the 
government to hold on to the people’s ships, instead of prac- 
tically giving them away,” said she. 

Members of the committee continued the cross-examination 
of Andrew Furuseth. He offered an amendment providing that 
50 per cent of the crew of each department of the ship, exclu- 
sive of officers, must be American citizens, as a substitute for 
the Shipping Board proposal that two-thirds of the deck and en- 
gine crews, including officers, be American citizens. He be- 
lieved his arrangement would be better for the American 
seamen. 

Mr. Furuseth said that as a matter of principle he was not 
opposed to ship subsidies. 


MARINE INSURANCE RATES 


The Trafic World Washington Bureau 


W. J. Love, vice-president of the Emergency Fleet Corpora- 
tion, said this week that the joint committee representing the 
Shipping Board and marine underwriters had agreed that Ship- 
ping Board vessels should have cargo insurance rates in the 
trades to Syrian, Greek, Palestine and Levant ports the same 
as are accorded competing vessels. He also said all twin-screw 
passenger boats owned by the board had been accorded ratings 
equivalent to those given the best vessels in foreign lines. The 
joint committee was selected for the purpose of removing dis- 
criminations against Shipping Board vessels in the matter of 
insurance rates. 


LASKER DISCHARGES DODGE 
The Trafic World Washington Bureau 


Chairman Lasker of the Shipping Board has discharged 
Stiles E. Dodge, the traveling auditor for the Emergency Fleet 
Corporation, who charged irregularities in the settlement of 
war contract cases. Notice of dismissal was sent Mr. Dodge 
after he had refused to appear as a witness before the claims 
commission. In a letter to Secretary Brown of the claims com- 
mission, Mr. Dodge acknowledged receipt of the notice to ap- 
Dear, but said, as he had submitted reports covering what he 
knew, he could not see that any useful purpose would be served 
by appearing as a witness. 

“This would require the changing of other previously made 
arrangements,” he added. 

Chairman Lasker’s letter dismissing Mr. Dodge follows: 


Our re 


of the st peated efforts to have you come before me and associates 
> oni 


su pping Board have met with inaction _on your part. While 
Spended from the pay-roll of the Emergency Fleet Corporation, you 
are still an empolye of same. 
orde og suspension was due to the fact that, in contravention of all 
pot procedure and to the detriment of morals, instead of making 
it y proper attempt to reach me as the head of the Shipping Board, 
Fe BS there were facts which, in the interest of the government, 
chare ould_ disclose, you saw fit to publicly, through the press, make 
ses. Even then, in the interest of the government, in order that 
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nothing might remain uncovered that should be known, I ordered 
you summoned to appear before the claims commission so that you 
might there recite, regardless of what written record you had left 
with us, everything that was on your mind. As an employe of the 
Emergency Fleet Corporation, it was an added act of insubordination 
that you refused to appear. No organization could exist that would 
eh such conduct on the part of an employe, regardless of his 
intentions, 


You are therefore dismissed from the service, effective at once. 


OCEAN CARRIER UNIFORM METHODS 


The Trafic World Washington Bureau 


“The ocean carriers could be of definite service to themselves 
and to shippers if they were to agree upon a uniform classifica- 
tion of commodities, establish uniform packing requirements for 
the acceptance of goods for shipment, and publish and distribute 
widely the tariffs of liner or conference rates,” says E. S. Gregg, 
chief of the transportation division of the Department of 
Commerce. 

“The present practice of supposed secrecy concerning ocean 
rates is more harmful than beneficial to our trade. If a con- 
ference makes a change in its rates, that change is known the 
next day by every nonconference line. The companies in the 
conference must quote the new rates to freight forwarders and 
shippers, who are also in touch with the companies not belong- 
ing to the conference. The inland shipper wants to know ap- 
proximately what rates are in force, in order to determine the 
possibility of entering a foreign field. Sound business practice 
would cause him to get the rate definitely confirmed before clos- 
ing a contract. If every time he wants to make an estimate he 
has to go to the trouble of getting a rate by mail or otherwise, 
the result too frequently is that he does not make the estimate. 

“The requests received by this bureau prove that such in- 
formation is in demand. It is suggested that the steamship 
companies could get a vast amount of good will and could stimu- 
late trade if they were to adopt and make public uniform 
methods of classifying goods and uniform requirements for pack- 
ing, and if approximate rates to the main competitive markets 
on the principal commodities were to be published and dis- 
tributed widely. Such a procedure would be constructive and 
helpful advertising of the first rank.” 


MAY SUE FLEET CORPORATION 


The Trafic World Washington Bureau 


The Supreme Court of the United States this week ruled 
that the United States Shipping Board Emergency Fleet Corpo- 
ration may be sued in the federal and state court without its 
consent in disposing of No. 308, Sloan Shipyards Corporation 
et al. vs. Emergency Fleet Corporation et al., and No. 376, 
Astoria Marine Iron Works vs. Emergency Fleet Corporation 
et al. Chief Justice Taft and Associate Justices Van Devanter 
and Clark dissented. 

William Marshall Bullitt, special counsel for the Shipping 
Board, who argued the case for the Fleet Corporation, contended 
that the corporation was not suable. 

The court held that the Fleet Corporation as originally or- 
ganized under the 1916 shipping act was suable. 

Mr. Bullitt said the opinion was by no means clear that the 
Fleet Corporation was now generally suable for all its acts just 
as any private corporation might be suable. 

“Indeed,” said he, “there is good reason to believe that the 
opinion means that while the Fleet Corporation may be suable, 
yet it might be a good defense to show that what it did was 
done as the agent of the President. 

“The true meaning of the majority opinion will probably not 
be determined until some case is finally decided on its merits. 

“The question is left wholly undecided as to what rights a 
claimant has in a case where it is shown that the acts of the 
Fleet Corporation were clearly within the powers granted it 
under the war-time legislation, such as canceling and modifying 
of contracts and the commandeering of property and contracts. 


It will take further litigation to get this situation clearly de- 
fined.” 


THROUGH OCEAN BILL OF LADING 


The Trafic World Washington Bureau 


The English House of Lords, March 16, according to the De- 
partment of Commerce, through its judiciary division, composed 
of Lords Buckmaster, Atkinson, Sumner, Wrenbury, and Car- 
son, dismissed the appeal in Hansson vs. Hamel & Horley (Ltd.), 
in which the question at issue was as to whether documents 
tendered by Hansson to Hamel constituted a through ocean bill 
of lading, within the meaning of a C. I. F. contract calling for 
the shipment of 600 tons of cod guano from Braatvag, Sweden, 
to Yokohama. Dismissal of the appeal settles the law on that 
subject so far as the British empire is concerned, because the 
House of Lords is the supreme judicial power in that realm. 
The documents are held not to constitute .a through bill of 
lading. 

There was no direct steamship service from Braatvag to 
Yokahoma. Hansson shipped from that point to Hamburg on 
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a bill of lading issued April 22, 1921, calling for delivery of 
the guano at Hamburg for transshipment via the Atlas Maru, 
from Hamburg to Yokohama. 

When the documents arrived in London, Hamal & Horley 
refused to honor the drafts attached on the ground that the 
documents attached did not constitute through bill of lading on 
the shipment from point of origin to destination. Hansson sued. 
The lower court, through Justice Bailhache, held the documents 
constituted a through bill of lading. The court of appeals re- 
versed that and Hansson took an appeal to the House of Lords, 
with the result before noted. There was no dispute about the 
facts. 

After arrival of the guano at Hamburg, the agent of the 
Atlas Maru at Hamburg undertook to issue through bills of lad- 
ing of the goods as soon as they came into his possession, and 
he did issue bills of lading, bearing date May 5, which the 
appellant tendered to the respondents on May 12. The form of 
these bills of lading was as follows: The document was headed 
“Through bill of iading,” and it contained in the margin these 
statements: “From Braatvag, according to bill of lading on the 
22d April, 1920,” and it began thus, “Shipped in apparent good 
order and condition by Messrs. Hamel & Horley (Ltd.) on board 
the steamship Kiev, lying in or off the port of Braatvag, and 
bound to Hamburg for transshipment into the Osaka Shosen 
Kaisha’s steamship Atlas Maru * * * 1,500 bags cod guano 
* * * to be delivered * * * at the port of Yokahama 
* * * unto order.” 

Lord Sumner, in giving judgment, said that the only ques- 
tion argued on the appeal was whether the respondents were 
right in refusing to take up and pay for certain shipping docu- 
ments tendered to them on the appellant’s behalf by his bankers 
in London. The bill of lading was itself dated after the con- 
tract time of shipment (March-April), but it stated in the mar- 
gin, and truly so, that according to a bill of lading (namely, the 
local one) shipment at Braatvag was within the contract time. 
It stated further, that the goods when shipped in the Kiev were 
in apparent good order and condition, but it was silent as to 
their condition at Hamburg. There was no express statement 
that any goods had been shipped in the Atlas Maru at all, or, 
if so, in what order and condition they were when shipped, and 
it was reasonably plain that the Kiev did not belong to the 
Japanese owners of the Atlas Maru. The question was whether 
this ocean bill of lading was a good tender under the contract 
of sale and whether the respondents were bound to take it up 
and pay for the consignment. 

A C. F. and I. seller, as had often been pointed out, had to 
cover the buyer by procuring and tendering documents which 
would be available for his protection from shipment to destina- 
tion, and he thought that this ocean bill of lading afforded the 
buyer no protection in the interval of 13 days which elapsed 
between the dates of the two bills of lading and presumably be- 
tween the departure from Braatvag and the arrival at Ham- 
burg. With all deference to the very weighty opinion of Mr. 
Justice Bailhache to the contrary, the initial words in the bill 
of lading were mere words of recital; but even if they were 
what the appellant contended that they were, Lord Sumner 
thought it was clear that they did not make the ocean bill of 
lading a good tender in this case. The bill of lading by the 
Kiev was originally a contract with the appellant himself, and 
never was, nor in any normal course of business ever would be, 
tendered to the respondents. As there were not, he supposed, 
to be two contracts for carriage as far as Hamburg, this was 
strong to show that the appellant never intended the ocean bill 
of lading to be a contract of carriage from Braatvag to Ham- 
burg. When documents were to be taken up the buyer was 
entitled to documents which substantially conferred protective 
rights throughout. These documents had to be handled by 
banks, they had to be taken up or rejected promptly and with- 
out any opportunity for prolonged inquiry, they had to be such 
as could be retendered to subpurchasers, and it was essential thar 
they should so conform to the accustomed shipping documents 
as to be reasonably and readily fit to pass current in commerce. 
Hle was quite sure that, in the circumstances of this case, this 
ocean bill of lading did not satisfy those conditions. It bore 
notice of its insufficiency and ambiguity on its face, for, though 
called a through bill of lading, it was not really so. It was the 
contract of the subsequent carrier only, without any comple 
mentary promises to bind the prior carriers in the through 
transit. 


M. B. CLAUSSEN RESIGNS 

W. J. Love, vice-president of the Shipping Board Emergency 
Fleet Corporation, has announced the resignation of M. B. Claus- 
sen, former advertising manager. Mr. Claussen was selected 
March 13 by the Shipping Board, after being relieved of his 
duties as advertising manager, on account of ill health, to be 
sent to the various ports on the Pacific coast and in the Orient, 
with the view to reporting conditions there with respect to the 
trans-Pacific passenger services of the Emergency Fleet Cor- 
poration. In announcing Mr. Claussen’s resignation, Mr. Love 
said: “The situation had so changed that the work planned for 
Mr. Claussen became unnecessary and he therefore tendered 
his resignation, which has been accepted.” 
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PORT DIFFERENTIAL FIGHT 


The Trafic World Washington Buregy 


A wide extension of the port differential fight begun by the 
Maritime Association of the Boston Chamber of Commerce jp 
formal docket No. 13548, has been brought about by two com. 
plaints prepared by Wilbur LaRoe, Jr., for the same association, 
the Associated Industries of Massachusetts, and the chambers 
of*commerce of Fall River, New Bedford, New London, Poy. 
land and Providence, and submitted to the Commission for filing 
just before the end of April. In one of the two complaints 
the Massachusetts ports mentioned ask for rates from a large 
part of Central Freight Association territory no higher than 
the rates from the territory involved than those to Newport 
News, Norfolk, Wilmington, Charleston, Savannah, Jacksonville 
Mobile, Pensacola or New Orleans. In the other they ask for 
rates no higher than those made to Montreal, St. John and 
Halifax. 

In a broad way of speaking the three complaints, all insti. 
gated by the Boston maritime interests, call into question the 
port differentials and the equalization of the southern ports, 
from a large part of Central Freight Association territory, by 
the southern lines. They raise the question whether, if Balti- 
more is entitled because of advantage in distance to an adjust- 
ment of three cents under New York and one cent under Phila- 
delphia, while the latter is two cents under New York, the 
New England ports should not have the benefit of distance in 
the adjustment of rates to the ports north of them and south 
of Baltimore. 

In regard to the Canadian ports, and the south Atlantic 
and Gulf ports, the material allegations are that the adjust: 
ments are in violation of the first and third sections. Montreal, 
for a long time, has been on the Philadelphia basis, that is, 
two cents under New York and Boston. Last year Montreal 
exported 126,000,000 bushels of grain, while Boston sent out 
only 4,000,000. The Commission has no direct control over the 
rates to and from the Canadian ports. It can, however, indi- 
rectly exercise a great influence over the rates to and from 
the Canadian ports because many of them are joint between 
American and Canadian lines. It could forbid the American 
lines to be parties to joint rates lower than rates to the Ameti- 
can ports. It could possibly order rates to the American line, 
which, when added to the locals of the Canadian lines beyond, 
would be the same as the rates to the American ports. The 
only difficulty with rates made in that way would be the power 
of the Canadian lines, with the assent of the Canadian con- 
missioners to lower the Canadian components on such short 
notice that the American factors could not be brought up in 
time to make the combination equal the rate to the American 
ports. 

Equalization of the south Atlantic and Gulf ports with New 
York and Boston from Central Freight Association territory 
took place during federal control. Prior to the government's 
taking over the railroads, the Southern equalized New York 
and New Orleans, against the protest of the eastern trunk lines. 
The latter claimed the making of rates from Cleveland, for 
instance, for export via New Orleans, over routes through Co- 
lumbus and Cleveland, caused them to violate the long-an¢- 
short-haul part of the fourth section because the rate from 
Cleveland would be lower than the one from either Columbus 
or Cincinnati. 


The Commission dismissed their objections as not sound 
because, it pointed out to them, they were receiving their full 
locals to the Ohio River and that the Southern, in shrinking 
its rates from the Ohio so as to make the combination no higher 
than the rate from Cleveland to New York, was not violating 
the fourth section as to traffic originating on its rails and des 
tined to New Orleans. 


The eastern trunk lines talked of objecting to the equalization 
ordered during federal control. President Willard, of the Balti 
more & Ohio, was reported as having been designated by the 
trunk lines to fight the equalization scheme. Nothing, howeve!, 
came of the supposed revival of the hostility shown when the 
Southern did some equalizing on its own responsibility withou! 
asking any southern carrier to join with it. 

One reason for the disappearance of opposition, it has bee 
suggested, was the fact that steamship service from the south 
ern ports generally is not as frequent as from New York and 
that, in the final analysis, the dispatch of some freight through 
the southern ports has not been large enough to appreciably 
affect the revenues of the trunk lines. 





HUSTLING TO STOP FLOOD 


The Illinois Central Railroad recently handled a trainload 
of levee bags to be used in protecting the banks of the Missls: 
sippi River at Greenville, Miss., against the rise of the river. 
The railroad, knowing the need for these bags on account 0 
past experience with high water troubles, ran the train speci@ 
from its eastern connection at Kankakee, Illinois, to Greenville, 
Miss., a distance of 623 miles, in the record time of twenty 
nine hours. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
| ee . 





LOSS OR INJURY TO GOODS 


Receipt of Goods for Shipment and Failure to Deliver Carry 

Question of Liability to Jury: 

((Supreme Court of North Carolina.) An admitted receipt of 
a package by an express company for shipment, and failure to de- 
liver the package, is of itself sufficient to constitute a prima facie 
ease, carrying the question of the liability of the carrier to the 
jury.—Morris et al. vs. American Ry. Express Co., 110 S. E. 
Rep. 855. 

Liability for Loss of Money Package Excused Only if a Failure to 

Declare It Was Actual or Constructive Fraud: 

An express company can avoid liability for failure to deliver 
a package containing money received by it for shipment on the 
ground that the shipper did not inform the carrier there was 
money in the package only if the failure to give such information 
amounted to actual or constructive fraud.—Ibid. 

Evidence Held Not to Show Failure to Disclose Package Con- 
tained Money Was Fraudulent: 

Testimony that, when the shipper delivered a package con- 
taining $150 in money to a railroad agent to be delivered to the 
express company’s agent, he stated that it contained “change” 
valued at $150, but that the railroad agent, on delivering it to 
the express agent, stated that it contained “automobile chains” 
valued at $150, does not show fraudulent concealment by the 
shipper of the contents of the package; the rate being the same 
for that valuation whether it was merchandise or money, and the 
package being manifestly too small to contain automobile chains 
of the stated value.—Ibid. 

Exceptions to Liability for Loss Stated: 

A common carrier is an insurer against the loss of goods re- 
ceived for shipment, except by act of God or the public enemy, 
vices or defects inherent in the nature of the goods, or the negli- 
gent default of the shipper or his agents.—Ibid| 


Excepted Causes of Loss for Whfch Carrier Not Liable Must Be 

Proximate Cause: 

To avoid liability for failure to deliver goods, a common car- 
rier must show that one of the causes of loss for which it was 
not liable was the proximate cause of the loss of the goods, so 
that prayers of the carrier on that issue which required no find- 
ing as to proximate cause were properly refused.—Ibid. 

Motion Because Defendant Not Prepared to Meet Issue Held Ad- 
dressed to Court’s Discretion: 

(Supreme Court of South Carolina.) In a passenger’s action 
for the loss of her trunk and contents, a motion for a con- 
tinuance after introduction of testimony, because defendant was 
not prepared to meet testimony raising the issue of an intrastate 
transaction, was within the discretion of the presiding judge, and 
its refusal was not an abuse of discretion—Herndon vs. South- 
ern Ry. Co., 111 S. E. Rep. 13. 


Journey Decided on After Reaching Destination of Interstate 
Trip Held Intrastate, and Not Controlled by Interstate Limi- 
tation as to Loss of Baggage: 

Where an interstate passenger, after reaching her destina- 
tion, decided, because of the failure of a friend to meet her, to 
go to another place within the state, and rechecked her trunk 
without physical delivery, such journey was intrastate, and not 
controlled by the interstate limitation of liability as to loss of 
baggage.—Ibid. 

Where Evidence Supporting Recovery Was Uncontradicted, Ver- 
dict Properly Directed: 

In a passenger’s action for the loss of her trunk and con- 
tents, where her evidence showed that the journey was an 
Intrastate one, and defendant offered no evidence on that point, 
a verdict was properly directed.—Ibid. 

Whether Amount of Aluminum Scrap Stated in Bill of Lading 
as Delivered to Carrier Was in Fact Delivered Held for 
Jury: 

(Kansas City Court of Appeals, Missouri.) Whether the 
amount of aluminum scrap stated in a bill of lading to have 
been delivered to a carrier was in fact delivered to it held for 
the jury—Sonken-Galamba Iron & Metal Co. vs. Hines, Director- 
General of Railroads, 238 S. W. Rep. 135. 

Director-General, by Filing Answer and Motions, Entered His 
General Appearance, Curing Want of Service of Process: 
The Director-General of Railroads could not complain on 

appeal that there was no service on him as operator of certain 

railroad, where he had filed an answer, had made a motion to 
elect, had given notice to take a deposition, and, after verdict 
and judgment was entered against him as operator of such 
railroad, had filed a motion for a new trial and an application 
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for an appeal, since by filing such answer and motions he en- 

tered his general appearance.—Ibid. 

Cause Tried June 29, 1920, Held Within the Jurisdiction of the 
District Court of Jim Wells County: 

(Court of Civil Appeals of Texas, San Antonio.) Cause tried 
June 29, 1920, held within the jurisdiction of the district court 
of Jim Wells county as against contention that act of Thirty- 
seventh Legislature, changing the terms of the courts of dif- 
ferent counties, was unconstitutional in that it deprived Duval 
county of two terms for the first year, since the court of Jim 
Wells county on June 29, 1920, was authorized to try the cause 
under either the old or the new law.—Texas Mexican Ry. Co. 
vs. Driscoll et al., 288 S. W. Rep. 346. 

Evidence Held to Prove Negligence in Confusing a Shipper’s 
Cars with Those of Another: 

Evidence held to sustain finding that carrier was negligent 
in confusing a shipper’s cars with cars of another shipper 
containing cattle of an inferior grade.—lIbid. 

Reasonable Time for Delivery from Which Time to Make Claim 
Is Determined Held to Be Question of Fact, Determined by 
Circumstances: 

(Supreme Court, Appellate Term, First Department.) What 
is a reasonable time to make delivery, from which time to make 
claim is determined in accordance with an express receipt, is 
necessarily one of fact, and must be determined in each case 
by the surrounding circumstances.—Herring Bros., Inc., vs. 
American Ry. Express Co., Inc., 192 N. Y. S. 871. ; 
Evidence Held Insufficient to Sustain Finding that Shipper Made 

Claim for Lost Goods Within Four Months After Reasonable 

Time for Delivery: 

In action against carrier for value of shipment not deliv- 
ered, where receipt provided that claims for loss be made within 
4 months after a reasonable time for delivery had elapsed, evi- 
dence held insufficient to sustain a finding that shipper, who 
made claim 4 months and 18 days after shipment, made the 
claim within 4 months after a reasonable time for delivery had 
elapsed.—Ibid. a 

DELAY IN TRANSPORTATION OR DELIVERY 


Only Acts of God or Public Enemies, Inherent Defects or Fault 
of Ship Excuses Failure to Transport Safely; Carriers Not 
Insurers of Promptness of Shipment: 

(Supreme Judicial Court of Maine.) Nothing will excuse the 
failure of a carrier to transport merchandise safely, except the 
act of God or public enemies, inherent defects in the merchan- 
dise, or fault of the shipper, but a carrier is not an insurer of 
prompt transportation, its duty being only that of reasonable 
Yai, et al. vs. Portland Terminal Co., 116 A. Rep. 
411. 

Not Liable for Delay Caused by Strikes of Employes: 

Though a master is charged with responsibility for the acts 
of its employes within the scope of their employment, a carrier 
was not liable for delay in shipment of goods caused by a strike 
of its employes, who refused to work, where it exercised rea- 
sonable diligence to avert the strike and save its patrons from 
— a servant no longer being an employe when he strikes.— 
Ibid. 

Diligence Required of Carrier as to Prompt Unloading of Cargo 
from Ship and Transporting the Same Stated: 

A terminal company which owned and operated wharves 
and a line of railroad, and filed with the Public Utilities Com- 
mission a rate for discharging coal from ships, was bound to 
discharge a cargo of coal tendered and to transport it on its 
railroad within a reasonable time, but, where there was a strike 
of its employes, it was not necessarily bound to discharge the 
coal in a time which would have been reasonable under normad 
conditions, though it was obliged to use reasonable diligence to 
prevent the occurrence of the strike and to minimize its inherent 
consequences, and to inform charterer of ship which was re- 
sponsible for demurrage of the fact of the strike, and to keep 
it informed in relation to it, so as to give it a reasonable op- 
portunity to protect itself.—Ibid. 


Terminal Carrier Held to Have Exercised Reasonable Diligence 
in Discharging Cargo of Coal Where Strike of Longshoremen 
Caused Delay: 

Where a terminal carrier which owned and operated wharves 
and a connecting line of railroad, by reason of a strike of long- 
shoremen, failed from August 27 to September 10 to discharge 
a cargo of coal tendered it, but had endeavored to the best of 
its ability to continue operation of its facilities by trying to 
come to terms with the strikers, and by employment of strike 
breakers, and by doing all in its power to procure an oppor- 
tunity to discharge the vessel at some other dock, it was held 
that it exercised reasonable diligence, and discharged the ship 
in a reasonable time in view of the unusual conditions.—Ibid. 
Indorsement on Bill of Lading Held Not Equivalent to a Receipt 

of Cargo for Transportation: 

Act of terminal company’s agent in accepting report of cap- 
tain of ship and indorsing his bill of lading, which indorsement 
signified that “defendant (terminal company) accepted its obli- 
gation as a public service corporation as aforesaid to notify 
the captain to dock his vessel (in its turn) and to discharge said 
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vessel,’”” was not equivalent to a receipt of the coal for trans- 

portation, but was merely the acknowledgment of a tender, and 

not tantamount to a receipt of the cargo.—Ibid. 

Terminal Carrier Held Not Required to Re-employ Employe 
Properly Discharged to End Strike of Longshoremen Causing 
Delay in Discharging Coal from a Ship: 

It cannot be said that a terminal carrier operating wharves 
and a connecting line of railroad was lacking in diligence in 
discharging coal from a ship, in that it could but would not, stop 
a strike of longshoremen by re-employing a man justifiably 
discharged for insolence and insubordination.—Ibid. 

Construed to Have Some Meaning, if Permissible: 

(Supreme Court of North Carolina.) A statute or amend- 
ment formally passed is presumed, and,-if permissible, should 
be so construed as to have some meaning.—Mitchell vs. Atlantic 
Coast. Line R. Co., 110 S. E. Rep. 859. 

Amendment of Statute Held to Impose Penalty for Delay in 
Delivery After Arrival at Destination: 

Under Revisal 1905, sec. 2632, imposing a penalty for unrea- 
sonable delay in the transportation of goods, as amended by 
Laws 1907. c. 461 (C. S., sec. 3516), providing that it shall be 
construed to require delivery at destination within the time 
specified, the penalty extends to negligent default in making 
delivery to the consignee after arrival at destination.—Ibid. 
Consignor May Sue for Damage When Goods Refused by Con- 

signee: 

(Court of Appeals of Georgia, Division No. 2.) ‘Where a 
consignee of freight refuses to receive goods on account of dam- 
age done to them in the hands of the common carrier, and the 
goods are subsequently thrown back on the hands of the con- 
signor, the latter has a right to bring an action for such dam- 
ages against the carrier.” Savannah, Florida & W. R. Co. vs. 
Commercial Guano Co., 103 Ga. 590, 30 S. E. 555.—American Ry. 
Express Co. vs. Dubois Bros., 111 S. E. Rep. 70. 

No Recovery in Absence of Evidence of Value of Damaged 
Goods; Evidence of Selling Price of Perishable Goods Day 
Following Tender Not Evidence of Value at Time of Tender: 
“Where, in a suit by a shipper against a common carrier 

for loss or damage to goods in transit, it appears from the evi- 

dence that some of the goods were not totally damaged or 
destroyed, but were of some value, and the evidence fails to 
furnish sufficient data from which a jury might infer the value 
of the damaged goods, the verdict is without evidence to support 

it.’—Southern Express Co. vs. Bass, 24 Ga. App. 742, 102 S. E. 

168. 

(a) This being a suit by a shipper against a common carvier 
to recover damages alleged to have been sustained to goods con- 
sisting of celery and cucumbers while delayed in transit, and 
there being evidence that the goods were of some value after 
having been damaged, and there being no evidence as to this 
value at the time when the goods were by the carrier offered 
to the consignee, the verdict is without evidence to support it. 
Evidence as to the selling price of such goods on the day follow- 
ing is insufficient to establish such value, since the goods were 
of a nature, as appeared from the evidence, highly perishable 
and subject to rapid deterioration and decline in value. The 
trial judge therefore erred in overruling the defendant’s motion 
for a new trial.—ibid. 

CARRIAGE OF LIVE STOCK 

Limitation of Liability for Negligence Is Void: 

(Supreme Court of Pennsylvania.) A condition in a bill of 
lading for a shipment of hogs that the shipment was accepted 
subject to delay, owing to extreme weather conditions, was void 
if it was intended to waive the shipper’s right to recover for 
the carrier’s negligence.—William Zoller Co. vs. Hartford Fire 
Ins. Co., 116 A. Rep. 360. 


TELEGRAPHS AND TELEPHONES 


Transmission of Telegram Between Points in One State Over 
Route Passing Out of State Is “Interstate Business:” 
(Supreme Court of Arkansas.) Transmission of a telegram 

between two points in the same state over the ordinary route 

passing out of the state is interstate business, preventing re- 
covery for mental anguish because of negligence in transmission. 

—Shannon vs. Western Union Telegraph Co., 2388 S. W. Rep. 59. 

Federal Court to Be Followed in Construction of Interstate Com- 
merce Act: 

It is the duty of the Supreme Court of a state to follow de- 
cisions of the Supreme Court of the United States in the con- 
struction of the federal interstate commerce act.—Ibid. 


CONSTRUCTION PERMISSION DENIED 


Public convenience and necessity do not require the build. 
ing by the National Line Railroad Co. of a 12-mile railroad in 
Webster County, Miss., the Commission has decided, in dismiss- 
ing the company’s application. The company proposed a line 
from a point on the Columbus & Greenville about 1 mile east 
of the station of Maben, and thence in a northwesterly direction 
for 12 miles. The Commission said the line would parallel the 
main line of the Gulf, Mobile & Northern for the first four or 
five miles. No estimate of probable cost was submitted. 
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' Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts | 
(Digests taken from Reporters and Digests of National Reporter 

| System, published by West Publishing Co., St. Paul, Minn. 

i Copyright by West Publishing Co.) 

a. . 





REGULATION OF COMMON CARRIERS 


Cars of Logs Not Delivered to Consignee’s Usual Unloading 
Place Not Delivered so as to Start Demurrage: 


(Supreme Court of Washington.) Where, because of un- 
precedented flood conditions, cars of logs could not be delivered 
at the usual unloading place on a spur track next to the boom 
connected with consignee’s mill plant, but were left at a dis- 
tance outside consignee’s mill premises, there was no delivery, 
and, therefore, there could be no demurrage.—Oregon-Washing- 
oa R. & Nav. Co. vs. McGoldbrick Lumber Co., 204 Pac. Rep. 
1059. 

Where Cars of Logs Were Not Placed so Consignee Could Un. 
load into Boom, Delivery Did Not Start Demurrage: 
Where, owing to high water flooding, the consignee’s mill 

premises, a carrier placed cars of logs so that without further 

moving of its switch engine they could not be unloaded into the 
consignee’s boom, as had been the custom, there was no such 
delivery as to start the running of demurrage.—lIbid. 





. 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
cy » 





Bill of Particulars and Notice of Motion for Judgment on Claim 
for Breach of Shipping Contract Held Sufficient: 


(Supreme Court of Appeals of Virginia.) In a steamship 
company’s action for breach of a contract for the shipment of 
40,000 barrels of cement, a bill of particulars claiming the bal- 
ance due for transporting the whole 40,000 barrels, and, without 
waiving Plaintiff’s right to rely thereon, giving, in additional 
items, the loss suffered while the steamship was lying idle wait- 
ing for shipments, the salaries paid during such time, the rea- 
sonable return on the investment, the approximate loss by 
diverting the steamship from a different route, the reasonable 
amount of profits on earnings on the contract, and the pecuniary 
value of the portion of the contract not performed, held suffi- 
ciently full, especially where the notice of motion for judgment 
contained a detailed statement of the claim —Lehigh Portland 
Cement Co. vs. Virginia S. S. Co., 111 S. E. Rep. 104. 

Remedy for Insufficient Bill of Particulars Is to Move to Reject 
Evidence of Matters Not Sufficiently described: 

If a bill of particulars was insufficient, defendant might have 
moved to reject any evidence offered by plaintiff touching any 
matter not described in the notice of its motion for judgment 
or other pleading so plainly as to give notice of its character.— 
Ibid. 

Evidence of Damages from Idleness While Waiting for Goods 
to Be Transported Admissible in Action for Breach of 
Contract: 

In an action for breach of contract for the shipment of 
40,000 barrels of cement to be unloaded by the carrier, a steam- 
ship company, from the cars as they arrived at the shipping 
point and carried to destination, by failing to furnish the full 
quantity, where it appeared that after the steamship company 
was informed that there were still six to ten cars to be shipped, 
it received only a few shipments during a period of several 
months, evidence of the damages suffered by reason of the idle- 
ness of its boat was admissible.—Ibid. 


Performance of Shipping Contract Not Excused Because Con- 
tract on Which Cement Was Being Used Was Canceled by 
Government: 

Where a contract for the shipment of 40,000 barrels of ce- 
ment by steamship was unqualified, nonperformance by the 
shipper was not excused because the government canceled the 
contract on which the consignee was using the cement as pel- 
mitted by its contract with the consignee.—Ibid. 


Jury Authorized to Find Company Taking Up Contract, Making 
Payments, Etc., Assumed Obligations of Party to Contract: 
Where a cement company contracted to ship cement by 

steamship, and another cement company, acting through its own 

officers, took up the contract, conducted correspondence in its 
own name, made payments under the contract at the rates 
therein stated, and when a claim was made for a breach failed 
to suggest that the liability was that of the contracting com- 
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pany, the jury was warranted in finding that it had assumed 
its obligations.—Ibid. 
Government’s Cancellation of Contract Held Not Frustration of 

Adventure Excusing Further Performance of Contract for 

Transportation of Cement Purchased by Contractor: 

Where one selling cement to a government contractor con- 
tracted for the transportation of the cement with a steamship 
company which had no knowledge of the terms of the contract 
petween the government and the contractor, the continuance 
of the work on the government contract to final completion was 
not the basis and implied condition on which the liability of the 
parties to the shipping contract rested, and the government’s 
cancellation of the contract did not cause such impossibility of 
performance or frustration of adventure as excused further 
performance.—Ibid. 


Verdict for Breach of Contract for Shipment of Cement Not 

Excessive: 

In a steamship company’s action for breach of contract to 
ship 40,000 barrels of cement, where it saved only about $307 
in fuel and oil by keeping its boat idle while waiting for the 
cement, and the jury deducted over $1,100 from the amount of 
its claim, damages held not excessive.—lIbid. 


PACKERS AND STOCKYARDS ACT 


The Trafic World Washington Bureau 


Declaring that the transportation act of 1920 presented 
a close analogy to the issues raised by the attack on the “pack- 
ers and stockyards act of 1921, approved August 15, 1921,” Chief 
Justice Taft cited the decision in the Wisconsin intrastate case 
in support of the conclusion this week by the Supreme Court 
of the United States that the act providing for regulation of 
the packers and stockyards is not violative of the commerce 
clause of the Constitution. é 

The constitutionality of the packers act was upheld in No. 
687, T. F. Stafford et al., vs. Henry C. Wallace, Secretary of 
Agriculture and Charles F. Clyne, U. S. Attorney for the North- 
ern District of Illinois and No. 691, J. E. Burton et al. vs. Charles 
F. Clyne. The Supreme Court affirmed orders of the district 
court for the northern district of Illinois refusing to grant 
interlocutory injunctions to prevent enforcement of orders of the 
Secretary of Agriculture in carrying out the act. 

After reviewing the history of the packer control legislation, 
Chief Justice Taft said the act sought to regulate the business 
of the packers in interstate commerce and forbade them to 
engage in unfair, discriminatory or deceptive practices in such 
commerce, or to subject any person to unreasonable prejudice 
therein, or to do any of a number of acts to control prices or 
establish a monopoly in the business. He said the act consti- 
tuted the Secretary of Agriculture a tribunal to hear complaints 
and make findings thereon, and to order the packers to cease 
any forbidden practice. 


“The object to be secured by the act,” Chief Justice Taft 
said, “is the free and unburdened flow of live stock from the 
ranges and farms of the west and the southwest through the 
great stockyards and slaughtering centers on the borders of 
that region, and thence in the form of meat products to the 
consuming cities of the country in the middle west and east, or, 
still as live stock, to the feeding places and fattening farms in 
the middle west or east for further preparation for the market. 
The chief evil feared is the monopoly of the packers, enabling 
them unduly and arbitrarily to lower prices to the shipper who 
sells, and unduly and arbitrarily to increase the price to the 
consumer who buys.” 

The Chief Justice said the stockyards were not “a place of 
rest or final destination” and that thousands of head of live 
stock arrived daily by carload and trainload lots and had to be 
promptly sold and disposed of and moved out to give place to 
the constantly flowing traffic that presses behind. He said: 


The stockyards are but a throat through which the current flows, 
and the transactions which occur therein are only incident to this 
current from the west to the east and from one state to another. 

The act, therefore, treats the various stockyards of the country 
as great national public utilities to promote the flow of commerce 
from the ranges and farms of the west to the consumers in the east. 
It assumes that they conduct a business effected by a public use of 
4 national character and subjected to national regulation. That it is 
% business within the power of regulation by legislative action needs 
no discussion. That has been settled since the case of Munn v. 
Illinois, 94 U. S. 118. Nor is there any doubt that in the receipt of 
live stock by rail and in their delivery by rail the stockyards are 
an interstate commerce agency. United States v. Union Stockyards 
Co., 226 U. S. 286. : 

The only question here is whether the business done in the 
Stockyards between the receipt of the live stock in the yards and the 
shipment of them therefore is a part of interstate commerce, or is 
80 associated with it as to bring it within the power of national 
regulation. A similar question has been before this court and had 
great consideration in Swift v. United States, 196 U. S. 375. The 
Judgment in that case gives a clear and comprehensive exposition 
Which leaves to us in this case little but the obvious application 
of the principles there declared. 


The Chief Justice then reviewed the Swift case and the 
application of the commerce clause therein, saying that the 
Principles of that case had become a fixed rule of the court in 
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the construction and application of the commerce clause. He 
said it was manifest that Congress framed the packers and 
stockyards act in keeping with the principles announced and 
applied in the opinion in the Swift case. 

“The transportation act of 1920 presents a close analogy 
to this case,” the Chief Justice said. “It authorizes super- 
vision by the Interstate Commerce Commission of intrastate 
commerce where it is so carried on as to work undue, unreason- 
able advantage or preference in favor of persons or localities 
in intrastate commerce, as against those in interstate commerce, 
or any undue, unjust, or unreasonable discrimination against 
interstate commerce itself.” 

Reference was then made by the Chief Justice to the deci- 
sions in the Wisconsin case, the Minnesota rate cases, and the 
Shreveport case. The court pointed out that section 311 of the 
packers and stockyards act-gave to the Secretary of Agriculture 
in respect to intrastate transactions that effect prejudicially 
interstate commerce under his protection. The same powers 
given to the Interstate Commerce Commission in respect to 
intrastate commerce through paragraph 4 of section 13 of the 
interstate commerce act. 

After citing numerous other cases wherein the commerce 
clause was in issue, Chief Justice Taft said the act’s provisions 
were carefully drawn to apply only to those practices and 
obstructions which, in the judgment of Congress were likely 
to affect interstate commerce prejudicially. 

“Thus construed and applied,” said he, “we think the act 
clearly in Congressiona) power and valid.” 


COTTON MEN ASK RATE REDUCTION 


A reduction in freight rates, to be made in the same manner 
as the advance in Ex Parte 74, was asked by the National Asso- 
ciation of Cotton Manufacturers, in a resolution adopted at the 
twelfth annual meeting, in Boston, April 28. The resolution 
asked that the reduction be made “when railroad revenues will 
permit, in keeping with safe, adequate, and prompt service.” 
Further, the resolution voiced disapproval of any proposed con- 
struction of freight rate schedules based wholly or largely on 
values, and urged a prompt readjustment of freight rate rela- 
tionships, between competitive producing and marketing dis- 
tricts on all commodities, to the same basis that existed prior to 
federal control. 

A strong resolution calling on Congress to repeal the sec- 
tions of the transportation act providing for the Railroad Labor 
Board was also passed. It was declared that since the establish- 
ment of the board “no action has been taken which has re- 
sulted in an adjustment of railroad operating costs, which would 
permit of a reduction in the costs for transportation service, so 
extremely vital to the national industrial prosperity and com- 
munication.” 

“It seems extremely difficult,” the resolution continued, “if 
not impossible, for any national body equitably to adjust and ap- 
portion wages, salaries and working conditions throughout our 
country, so greatly varying as to sections in conditions of living. 
It seems logical that the measure of compensation possible and 


proper in each respective locality should be determined by local 
conditions.” 





FREIGHT HANDLING AT ST. LOUIS 


The Columbia Terminals Company of St. Louis has issued 
a booklet descriptive of one of three phases of facilities operated 
by the company which forms an interesting treatise on modern 
methods of freight handling in large congested manufacturing 
and railroad centers. 

The company, operating an extensive system of terminal 
facilities, has attracted interest by its adoption of modern 
tractor and semi-trailer equipment for the rapid transportation 
of freight, inbound and outbound. It operates this equipment 
in conjunction with a system of nine “unnversal’” off-track 
freight depots, at which freight is received or delivered for all 
the railroads operating into or out of St. Louis. The company 
also operates a large merchandise storage warehouse in the 
center of the St. Louis business district and a depot at which 
facilities are maintained particularly for the handling of pool 
cars. 

The booklet describes the freight handling part of its op- 
erations and includes an analysis of its “universal” off-track 
depots and the type of equipment used in handling freight be- 
tween these depots and the freight terminals of the railroads. 
The booklet is being distributed free. 


N. 0. T. & M. BONDS 


Authority has been granted by the Commission to the New 
Orleans, Texas & Mexico Railway Company to procure authenti- 
cation and delivery to its treasurer of not exceeding $457,000 
of its first mortgage 6 per cent bonds, and to issue not ex- 
ceeding $991,000 of first mortgage 6 per cent bonds, including 
the $457,000 of bonds, and to sell them at not less than 98 per 
cent of par or to pledge them for notes. 
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UNFAIR MOTOR TRUCK COMPETITION 
Editor The Traffic World: 

I have read with much interest your statements concerning 
highway transportation in connection with the operation of 
motor vehicles, and agree with you that in all fairness to the 
rail carriers (though the opinion of the writer may be somewhat 
biased) such operations should pay their fair pro rata share of 
the necessary taxation for the upkeep of state highways. But 
this is not the point I had in mind in writing this letter, which 
is that you have, in my opinion, overlooked the main point 
wherein the competition is unfair to the railroads—i. e., that 
it will be generally found that the rail carriers are by them- 
selves the biggest individual taxpayers as a unit, and it neces- 
sarily follows that they are paying the greatest proportion in 
the way of taxation for the very upkeep of the roads whereby 
their competitors can profit to their disadvantage. 

From the writer’s point of view, it can be admitted that 
certain benefits in the way of transportation can and must 
necessarily be derived from this mode of transportation, but 
it will also be admitted that the competition that must of neces- 
sity exist should be one where the rail carrier would at least 
have the benefit of an even break; and if the necessary just 
taxes are imposed on motor vehicles which function as common 
carriers, if they are in a position to perform a service that 
the public demands and at rates with which the railroad cannot 
compete, it becomes a question of the “survival of the fittest,” 
and I do not hesitate to say that, all things considered—consid- 
ering the all-round dependability of rail service vs. that by 
motor truck—if the just portion of proper taxation is placed 
upon motor vehicles using the highways as common carriers, 
the rail carriers will be able to maintain the business, not which 
it is alleged as their inherent right to carry, but the handling 
of merchandise that will most satisfactorily meet the demands 
of the shipping public; in fact, the writer—who is thoroughly 
conversant with the desires of motor truck operators to perform 
common-carrier service in California—has generally found that 
even after certificate has been granted to operate on the high- 
ways, their operations are rather short-lived or sales and trans- 
fers to other parties are made in many cases even though 
operating under favorable conditions. 

Edward Stern. 

San Francisco, Calif., April 28, 1922. 


MR. BLANCHARD MAKES AMENDS 


Editor The Traffic World: 

In The Traffic World of April 1, 1922, you published a re- 
port of the oral argument in I. C. C. Docket 12400, and referred 
at length to my “unusually severe” criticism of the exceptions 
filed in the case by counsel for the Director-General. 

Mr. Thomas M. Woodward, of the Director-General’s law 
department, was the author of those exceptions. Since the 
argument Mr. Woodward has fully informed me as to the under- 
standing of the facts which he had when the exceptions were 
written. With this information now at hand, I am glad to state 
that I do not believe Mr. Woodward intended to mislead or 
misstate facts in his exceptions, and, therefore, I am only too 
glad to recede from the position taken by me at the argument, 
in so far as my remarks imputed to Mr. Woodward any such 
intent whatsoever. 

Will you please give this letter publicity equal to that given 
the report of this argument? Me 

Chicago, May 2, 1922. Paul''E. Blanchard. 


SIMPLIFICATION OF TARIFFS 


Editor The Traffic World: 

Another good case of where the carrier “got by” is exem- 
plified in Norfolk & Western lumber tariff, I. C. C. 7076, pub- 
lishing proportional rates on lumber from Alabama, Mississippi, 
Florida and other southern states, to stations on the N. & W. 


Railway. This is another case of passing the buck to the 
shipper. 


Instead of publishing the correct and proper lowest com- 
bination, as the N. & W. should, they have issued this tariff, 
and at top of page 3, and running through to page 17, they 


show a list of twenty base points far you to figure out your 


lowest combination from. 
These base points are located in Virginia, Tennessee, North 











Carolina, West Virginia and Ohio, and to some of them there 
are no through rates published, the base points themselves being 
made up on some combination. 

So the N. & W. has left it up to the shipper to waste his 
time in running down the rate he wants, after first checking 
the rate to the twenty base points. 

We do hope the I. C. C. will get to it some day and insist 
that the carriers publish their tariffs intelligently, so they can 
be interpreted alike by both carriers and shippers, and publish 
the rate as it should be published, as it certainly is expensive 
for them, in the matter of handling the large number of over- 
charge claims that they have to handle. 


Laurel, Miss., April 27, 1922. Geo. T. Wilson. 


PROMPT PAYMENT OF CLAIMS 


Editor The Traffic World: 

In the Open Forum there have from time to time appeared 
letters commending certain carriers’ claim departments for quick 
settlement of claims—for example, Mr. Euholm’s letter of April 
Ti. 

We agree with Mr. Euholm that the C. & G. W. Railway, 
along with other western roads, has an enviable record. Time 
was—perhaps still is—when the C. G. W. had the best claim 
department of any road, big or small. 

But for all-around quick handling and settlement of claims 
consistently over a period of years, we have found no claim 
department that has equaled the record of the Louisville & 
Nashville, especially since Mr. J. F. Seger has had jurisdiction 
of overcharge claims. More often than we kept record, claims 
mailed from Nashville in the evening and reaching Louisville 
the next morning, would be vouchered on the second day after 
receipt. 

We file hundreds of claims annually with the Louisville & 
Nashville and the majority are paid within ten days—in fact, 
the record of the Louisville & Nashville Railroad has never 
been equaled by any other road on claims filed by us. And that, 
too, in the face of splendid records maintained by other southern 
roads. 





C. E. Widell, Traffic Manager, 
Tennessee Manufacturers’ Assn. 
Nashville, Tenn., April 26, 1922. 


TRACER SERVICE 


Editor The Traffic World: 

With reference to criticism made by W. T. Sauer of Koeh- 
ring Company, Milwaukee, in your issue of April 15, I dislike 
very much to get into print on this subject. However, I feel 
in duty bound, on account of the service extended by the traffic 
representatives of the New York Central Line—not any particu- 
lar one, but ail of them that we have come in contact with in 
the handling of our business from three plants, located at dif 
ferent points. 

It has always been our policy not to abuse the tracing privi 
lege offered by the carriers, and do not request the carriers t0 
institute a tracer until sufficient time has elapsed for movemel! 
of car to destination, excepting an occasional case where the 
customer requests that car be traced immediately upon shil- 
ment, and I cannot recall one instance of where the traffic de 
partment of the New York Central Lines have not handled the 
matter most efficiently. 





Fort Wayne Corrugated Paper Co., 
J. A. Curtin, Secretary to General Manager. 
Fort Wayne, Ind., April 27, 1922. 
Editor The Traffic World: 

In your issue of April 15 there is an article as 
tracing service of the New York Central Railroad. 

This does not agree at all with our experience, as we have 
found the contrary to be true—namely, that the New York 
Central has a very efficient system of tracing and we alt 
promptly furnished at all times with information as to the 
movement of our cars. 

We trace every car shipped by us and have had ample 
occasion to compare the tracing service that we receive from 
the New York Central with the service we receive from othe! 
lines, and it compares very favorably, as far as we are col 
cerned, and is equally as good as the service we receive frol! 
the other carriers. 
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Therefore, we feel that the condition as cited by W. C. 

Sauer surely cannot be general and does not outline the 

tracer service as it exists on the New York Central System. 
Mennel Milling Company, 

J. W. Enright, Traffic Manager. 

Toledo, O., April 28, 1922. 
Editor The Traffic World: 

We note in The Traffic World of April 15 an article by 
Koehrman Company of Milwaukee, complaining of the New 
York Central tracing service. 

This seems incredible to us, on account of the fact that 
our experience has been very satisfactory. In fact, the New 
York Central’s tracing service has been better than that of any 
other railroad. 

We have had a lot of experience with the New York Cen- 
iral and so far have had nothing but the best of service. 

Pilot Motor Car Company, 
Frank Steger, Traffic Manager. 
Richmond, Ind., April 28, 1922. 


CONTROL OF KENTUCKY STATE RATES 


Editor The Traffic World: 

In The Traffic World of April 22 there appeared an article 
on page 896, under the heading, “Shippers Want No Change,” 
carrying in part a statement of W. E. Morrow, secretary of 
the Louisville Board of Trade, in which Mr. Morrow advised 
that he was of the opinion that the shipping interests of Ken- 
tucky were opposed to the control of Kentucky state rates by 
the Kentucky railroad commission. 

Evidently Mr. Morrow and the Louisville Board of Trade 
object to the provisions of House bill No. 57, which statute 
extends and increases the authority of the Kentucky commis- 
sion. 

This bill was passed by a vote of 73 to 2 in the House 
and 24 to 6 in the Senate and was approved by the governor. 
One of the senators opposing the bill was a conductor and 
another attorney for three railroads. The support given this 
bill by our legislators is, in my opinion, sufficient evidence to 
refute Mr. Morrow’s statement. 

Propaganda originating with the Louisville Board of Trade 
will, of course, fail to produce the results sought by that body, 
and my principal object in making a reply to Mr. Morrow’s 
statement is that you may be made aware of the fact that the 
Louisville Board of Trade does not by any means constitute 
the business interests of the state of Kentucky and, so far 
as I can find out, the Louisville Board of Trade has made no 
request on Our shippers as to their views of this subject and, 
consequently, I feel that Mr. Morrow had no grounds or author- 
ity to nominate and elect himself spokesman for the shipping 
interests of Kentucky. 

Hopkinsville Chamber of Commerce, 
L. E. Foster, Secretary. 
Hopkinsville, Ky., April 27, 1922. 


ST. L.-S. F. BONDS 

The St. Louis-San Francisco Railway Company has been 
authorized by the Commission to issue not exceeding $10,932,000 
of prior lien mortgage 5% per cent gold bonds, series D, in 
substitution for an equal amount of prior lien mortgage 6 per 
cent gold bonds, series C, now in the company’s treasury. Un- 
der the order not to exceed $6,932,000 of the new issue may 
be sold at not less than 89 per cent of par and accrued interest. 
The remainder may be pledged for notes. The Commission 
denied authority for the cempany to issue $521,000 of series 


D bonds in respect of expenditures for equipment, holding that- 


the proposed issue was not “compatible with the interest of 
tither the applicant or the public.” 


SOUTHERN CLASS RATE CONFERENCE 

A public conference in the matter of joint through class 
tates from C. F. A. and Illinois Freight Association territories 
to points in the south will be held by carriers and shippers at 
the Hotel La Salle, Chicago, May 9, at 10:00 a. m. The proposed 
rates to representative points in the South and the proposed 
lorthern groupings are shown in a statement issued by the 
freight associations, May 2. It is not proposed to apply the 
Joint through class rates on hay, straw, shucks, grain, grain 
Products or grain by-products, taking classes C or D in the 
southern classification. 


*s 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. ‘ . 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTION S 
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Pacific—Caribbean— 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 
GALVESTON 
HOUSTON 
MOBILE 


AND 
San Diego, Los Angeles Harber, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Perts via Panama Canal . 


SS ““NYANZA,”’ From the Gulf, about May 13th 
SS **DELCO,”’’ 6é é 6é se May 28th 
A-1 Steamer ne ** Late May, early June 


SS ““HOBOKEN,”’ From the Pacific Coast, Early May 
SS “‘OSAGE,’’ I ss ‘¢ Early May 
SS ‘‘REDHOOK,’’ re ee ed ‘« Late May 
SS “ELDORADO,” ‘“ *« ‘* Early June 
Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 


630 Common St., New Orleans, La. 


Steele Bidg. SWAYNE & HOYT, Inc. 50 Broad St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 


Which will it be—a truck 
or a Pierce-Arrow? A 
truck is a vehicle; a 
Pierce-Arrow is a power- 
ful, speedy, unfailing 
means of transportation. 


Pierce-Arrow 
TRUCKS 






The Pierce-Arrow Motor Car Company 
Buffalo, New York 







2-ton $3200 3}-ton $4350 5-ton $4850 fully equipped 

















































































INTRASTATE EXPRESS RATES 


The Trafic World Washington Bureau 


Argument in the matter of intrastate express rates within 
the states of Texas (docket No. 11990), Georgia (No. 11991); 
California (No. 12093), Illinois (No. 12745), Arkansas (No. 
12981). North Dakota (No. 12892), Idaho (No. 13066), Nevada 
(No. 13067), Arizona (No. 13068), Montana (No. 13069), and Utah 
(No. 13070), was made May 3 and the following day. Argu- 
ment had been made in a number of the cases and in others 
this was the first discussion of the facts brought up therein. 
A whole day was given to the attorneys for the American Rail- 
way Express Company and an equal amount of time to attorneys 
for the states, only two of which, Texas and. California, were 
represented by counsel other than John E. Benton, Washington 
representative of the national organization of state railroad and 
utility commissioners. Texas was represented by C. E. Gil- 
more and Thomas L. Beauchamp, while Georgia was represented 
by Hugh Gordon and J. C. Harriman. 

The whole of the morning session of the first day was con- 
sumed by Charles E. Elmquist, appearing for the express com- 
pany, to bring forward the facts showing or tending to show 
the free flow of express traffic into and between the states 
prior to the disparity of rates caused by the failure of some 
of the states mentioned to allow any increase in express rates 
and the failure or refusal of others to allow only part of the 
two general increases allowed by the Commission in 1920. The 
first of the increases was 12.5 per cent and the second 13.5 
per cent. The second increase was allowed specifically to take 
care of an increase in wages allowed by the United States Rail- 
road Labor Board, amounting, as estimated by the express com- 
pany, to $42,296,340. 

Montana, Idaho, Nevada, Utah and Arizona refused to allow 
the first or 12.5 per cent increase. The five before mentioned 
and seven others, namely, Texas, Georgia, California, Illinois, 
Arkansas and the two Dakotas, refused to allow the second 
increase of 13.5 per cent. Only eleven of the states were be- 
fore the bar of the Commission in these arguments, the South 
Dakota case not being ready for argument at that time. 

After the disparity in rates took place, Mr. Elmquist said 
the flow of commerce, from outside the states into the states 
which had not raised the rates was checked because shippers 
within their boundaries had an advantage in the rates. Com- 
missioner Aitchison wanted to know whether and where the 
transcript in the case showed such prejudicial effects on inter- 
state commerce. Mr. Elmquist was not able, offhand, to indi- 
cate the places in the record. He said he would later indicate 
the places specifically. Commissioner Hall told his colleague 
the testimony showing the discrimination would be found on 
page 55 of the transcript, and the following pages. Commis- 
sioner Campbell wanted to know if any shippers had intervened 
in the case to allege discrimination and prove it. Mr. Elm- 
quist said they had appeared only as witnesses, both commis- 
sioner and attorney having overlooked the fact that it was a 
Commission-ordered proceeding, in which the express company 
was the respondent, and not a cse between shippers and car- 
riers. 

While section 15-A does not apply to the express company, 
Mr. Elmquist, in continuing his argument, laid considerable 
stress on the revenue side of the case, as if the fact that not 
as much money was obtained as would have come to the express 
company if the intrastate rates had been on the same level as 
interstate, and the same mount of traffic had moved, would 
warrant the Commission in holding that that lower level within 
the state, ipso facto, constituted a discrimination against inter- 
state commerce. Mr. Elmquist cited earnings and rates in a 
large number of localities to illustrate the contention he was 
making. 


Texas defended her refusal to permit either the 12.5 or 13.5 
per cent increase allowed by the Commission by saying that 
Texas adopted the federal zoning system of stating rates during 
federal control and that that adoption brought about increases 
in rates ranging from 45 to 125 per cent. The Texas view was 
presented by Commissioner C. E. Gilmore. He said those heavy 
increases were being made in Texas intrastate rates while the 
Commission was putting up the interstate rates only 44 per cent. 
His thought was that Texas had done exceedingly well and 
should not be called upon to make further contribution to the 
revenues of the express company. 


Hugh Gordon, for the California commission, argued that 
California, in a transportation sense, was unlike any other part 
of the country, being shut off from the states to the north of her 
by the Siskiyou mountains, and to the east by another mountain 
range while there was no territory to the west or south in which 
traffic could originate or to which it could go. Commissioners 
Meyer, Daniels and Lewis asked him about Shreveport situa- 
tions, especially Reno, Nev., and Ogden, Utah, but he contended 
the situations with regard to them were wholly paper situations. 
He said, for illustration, the packing house at Reno ships into 
California, on the interstate rates, rather than from the main 
establishment of the company at Sacramento, because the train 
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schedules are more convenient, although the rates from the 
Sacramento plant, to California destinations may be somewhat 
lower. 

John E. Benton, for the states not specifically represented 
contended that the express company, notwithstanding the argu: 
ments of Charles E. Elmquist, his predecessor, as the represent. 
ative of the state commissions in Washington, had wholly faileq 
to make out a case under the Shreveport case principle, which, 
he said, was the only one that could be invoked by it. He agreed 
with Mr. Elmquist that it would have been unnecessary and im. 
proper for congress to have made section 15-A apply to express 
companies, but he agreed for a reason wholly unlike that as. 
signed by Mr. Elmquist. He said congress specifically excluded 
express companies, not because, as Mr. Elmquist said, there was 
only one company, but because congress was merely trying io 
provide an adequate revenue for railroads. Congress was not 
enacting a temporary law, he said, but one to endure so far as 
it knew, for all time. It knew, he said, there was another ex. 
press company, the Southeastern, and that there might be many 
other Southeasterns. It also knew, he said, that unless the 
Commission permitted, the consolidated company could not con. 
tinue. Therefore he contended congress’ said section 15-A should 
not apply to express and other common carrier companies be- 
cause it desired only to promote an adequate railroad system. 

The dovetailing of section 13, paragraph 4, with section 15-A 
which the supreme court did in the Wisconsin and New York 
rate cases, could not be figured out for application to the ex. 
press companies, he maintained. He said the Supreme court, 
in the New York case, after an examination of the record, came 
to the conclusion that the facts would not have warranted the 
Commission holding that a Shreveport situation had been made 
out. In the Wisconsin case, he said, it did not pass upon ihe 
record, but only upon the findings of the Commission. It said 
the sweep of the order of the Commission could not have been 
sustained by the testimony as to Shreveport situations in the 
New York case. and that the only ground upon which it could 
be sustained was upon that provided by the dovetailing to- 
gether of the two sections. Yet he contended the record in ihe 
New York case, held not sufficient to justify the sweep of ihe 
order in that case, was stronger than the record in this Case. 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded .free 
and all correspondence held in strict confidence. THE TRAFFIC 
WORLD, 418 South Market Street, Chicago, IIl. 











POSITION WANTED—By trained Traffic Executive. Six years’ 
experience. Familiar with all details of domestic and foreign ship- 
ping. Thorough knowledge of rate and claim adjustment and pro- 
cedure. Now employed. Seeks change to position with greater op- 





portunity. Salary secondary. Address T. E. A. 443, Traffic World, 
Chicago. 
POSITION WANTED—Experienced traffic and rate man, and 


conversant with fundamentals of transportation law. Desires _posi- 
tion in chamber of commerce or industry. Address FA-1, Traffic 
World, Chicago. 





. WANTED—Traveling Freight and Passenger Agent, 
in south. Give age, experience, etc. Address S, L. 
World, Chicago. 


POSITION WANTED—As Traffic Manager or assistant by experl- 
enced rate clerk. Thirteen years’ experience in various phases of rail- 
way and industrial traffic. Thorough knowledge of freight rates. Hig) 
school graduate. Age 33. Married. Best of references. Address H. 
A. N. 445, Traffic World, Chicago. 


short line 
C., care Traffic 








POSITION WANTED—Man of thirty, fourteen years’ practical 
traffic and organization experience. Graduate Interstate Commerce 
course, now taking up law, would accept position anywhere. Address 
K, Traffic World, Chicago. 





POSITION WANTED—Young man, 27, one year office experience, 
not afraid of work, desires position with chances for advancement in 
= department industrial concern. Address O. C. G., Traffic World. 
‘hicago. 


LOOK OUT 

Fraudulent subscription agents are abroad in the 
land and are taking orders for any publication that may 
be wanted, frequently at rates much under the regulat 
ones, provided payment is made directly to them. Ou 
patrons are warned against paying money to any agency 
or subscription solicitor, for our account, without being 
sure that the agency is responsible or the solicitor a duly 
accredited representative. 


Regular subscribers for The Traffic World, when in 
Washington, D. C., may obtain copies of the magazine 
at our Washington office in the Colorado Building. 
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Steel ingot being taken from reheating 
furnace preparatory to rolling into rails 
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Rails and Research 


HE New York Central Lines have placed orders for 172,400 tons 
of heavy open-hearth rails for 1922 delivery, enough to lay a 


new single track from Chicago to New York. 


In 1921 more thana 


thousand miles of rail were replaced. 


In the New York Central research 
laboratories, out of the experience of 
never-ending road tests, has been devel- 
oped the highest type of rail used in 
this country. 


This search for absolute dependability 
in rails, to carry the weight of more and 
more powerful locomotives and heavier 
trains, insures the safety and comfort of 
the millions of passengers who ride each 
year on the New York Central Lines. 


The rail ingots are made on precise 
physical and chemical specifications. 
From the time the ore enters the furnaces 
until the rails emerge from the great roll- 
ers, every step in the process is in con- 


formity to the most rigid scientific re- 
quirements and under the eyes of New 
York Central rail experts. 


When fabricated, the rails are sub- 
jected at the steel mills to exacting tests 
in machines of scientific precision. These 
tests are for the purpose of making cer- 
tain that the finished rails are as nearly 
flawless as it is humanly possible to 
make them, and will withstand the 
strains of the heaviest traffic. 


The 1922 rail order is an important 
part of the program undertaken by 
these Lines, that they may efficiently per- 
form a maximum share of the work of 
national transportation. 


NEW YORK CENTRAL LINES 


BOSTON & ALBANY ~ MICHIGAN CENTRAL ~ BIG FOUR ~ LAKE ERIE & WESTERN 
KANAWHA & MICHIGAN ~TOLEDO & OHIO CENTRAL~ PITTSBURGH & IAKE ERIE 


NEW YORK CENTRAL~ AND - SUBSIDIARY LINES 
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Joseph C. Colquitt, classification agent of the Interstate 
Commerce Commission since 1913, has resigned to engage in 
the private practice of law in the city of Washington. He will 
make a specialty of 
freight classification 
and related matters 
before the Commis- 
sion, state commis- 
sions and carriers’ 
clas sification com- 
mittees. Mr. Colquitt 
entered the service 
of the Southeastern 
Freight Association, 
at Atlanta, in 1898, 
as file clerk in the 
statistical depart- 
ment, later becom- 
ing stenographer in 
the rate department. 
In 1901 he was ap- 
pointed official ste- 
nographer for the 
Southern Classifica- 
tion Committee, sub- 
sequently becoming 
secretary to the 
chairman and later 
secretary of the 
committee and as- 
sistant to the chair- 
man, in charge of 
the commi ttee’s 
offices in Atlanta. In 
1913 the Commission 
selected him to act in an advisory capacity, and to represent 
the Commission at hearings accorded the shipping public from 
time to time. As classification agent Mr. Colquitt has also 
served as secretary and a member of the Commission’s released 
rates committee, passing on twentieth section applications, deal- 
ing with rates dependent upon declared or agreed rates. He 
has also acted as chairman of the classification committee of 
the federal traffic board, organized by General Dawes in connec- 
tion with the budget bureau. It was at Mr. Colquitt’s sugges- 
tion that the carriers were called on to consolidate the terri- 
torial classifications. He served on the special committee ap- 
pointed by the Director-General to accomplish that result, and 
assisted the Commission in the disposition of the Consolidated 
Classification case, in which nearly 15,000 pages of testimony 
were taken. Mr. Colquitt’s friends refer to him as Joseph 
Classification Colquitt. 

Mr. Colquitt has been retained by the Food Packers’ Traffic 
Association to present a formal complaint to the Commission 
involving Official Classification ratings on food products packed 
in glass. 


| Personal Notes 











H. N. Roberts has been appointed traffic manager for the 
Wichita Falls & Southern, at Wichita Falls, Tex., vice C. L. 
Fontaine, who resigned. 

The name of the Traffic Executive Committee, Eastern Ter- 
ritory, has been changed to the Traffic Executive Association, 
Eastern Territory. R. N. Collyer is chairman and J. Gott- 
schalk, secretary, with headquarters in New York City. 

P. W. Clarkin has been appointed division freight agent 
for the Canadian National Railways, at Charlottetown, P. E. L., 
vice A. McDonald, who retired. 

H. J. Early has been appointed assistant general freight 
agent for the Denver & Rio Grande Western, at. Denver. 


W. V. Degan has been appointed transportation manager 
and freight claim :agent for the North American Fruit Ex- 


change, succeeding F. X. Baur, who resigned. 

H. W. Bondurant has been appointed commercial agent for 
the Southern Railway, at Cincinnati. He has been succeeded 
as freight traffic representative for the same road at Cincinnati 
by Ralph Shropshire. 

William B. Roberts, assistant traffic manager for the Stand- 
ard Oil Company, died at his home in Oakland, Cal., April 24. 
Mr. Roberts began traffic work with the Santa Fe in 1894 and 
had been with the Standard Oil Company since 1907. 

The A. T. & S. F. announces that, effective May 6, J. R. 
Hayden is appointed assistant traffic manager, with headquar- 
ters at San Francisco, with jurisdiction over freight and pas- 
senger traffic. He has been general industrial agent. Paul P. 
Hastings becomes general freight agent at San Francisco. For 
the last two years he has been connected with the Transcon- 
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tinental Freight Bureau in Chicago as a member of the stand. 
ing rate committee. Before that he was assistant general freight 
agent of the Santa Fe at San Francisco. The Santa Fe ap. 
nounces that, at his urgent request, H. P. Anewalt, general 
freight agent at Los Angeles, is allowed to remain in that city 

In connection with the reopening of the Dollar Steamship 
Line “Round the World Service” from the port of Boston, the 
North Atlantic and Western Steamship Company, New England 
agents, announce the appointment as foreign freight agent of 
Louis A. Stopp, for many years traffic manager of the Warren 
Lines and for the last two years with Furness, Withy Company, 
Mr. Stopp has been connected with steamship interests prac. 
tically ali his life and is considered an authority on foreign 
traffic. 

The New York Central has announced the following ap. 
pointments: J. FY Fairlamb, auditor of revenue, succeeding 
W. T. McCulloch, who died. J. S. Conover and J. McKentrick 
assistant auditors of revenue, all at New York. 


DOINGS OF THE TRAFFIC CLUBS 


George C. Smith, director of the industrial bureau, Board 
of Trade of Baltimore, spoke on “Industrial Baltimore” at the 
meeting of the Traffic Club of Baltimore, at the Hotel Rennert, 
May 2. Dr. E. V. McCollum, of Johns Hopkins University, spoke 
on “Nutrition and Physical Efficiency.” Plans for a summer 
outing are being discussed by the club. 


Colonel Holman James of Australia spoke on “International 
Relationships” at the noon luncheon of the Chicago Traffic Club 
at the Hotel La Salle, May 4. 


Plans for the first meeting of the National Association of 
Traffic Clubs, to be held at the La Salle Hotel, Chicago, May 15 
to 17, have been practically completed. The following additional 
clubs have selected delegates: Traaffic Club of Cincinnati 6. 
C. Van Zandt and T. M. Renshaw; Pittsburgh Traffic Club (addi- 
tional delegate), C. C. McCarthy, chairman of the board; Traffic 
Club of Elmira (additional delegate), J. J. De Laney, president; 
Houston Traffic Club, J. F. Hennessy, Jr., ex-president; Trans- 
portation Club of Tulsa, E. E. Carter and E. C. Kitching. 





Co-ordination of all shipping facilities—the railroads, the 
highways and coastwise shipping—was recommended in a 
speech by Donald D. Conn, head of the transportation division 
of the Agricultural Inquiry, before the Traffic Club of Minne 
apolis, April 25. The first step in such co-ordination, he said, 
ought to be to determine just what transportation facilities the 
country possesses. “Then a study should be made,” he con- 
tinued, “to determine where each class of transportation may 
best serve the public interest and slowly the results of the plan 
should be promulgated. We have no centralized authority now 
undertaking it. We have no tribunal to acquaint the public— 
there is no subject upon which they are less informed. In the 
report of the joint commission of Congress, made public today, 
that body advocates the establishment of a national transporta 
tion institute—an organization not to be supported by govert 
ment appropriation, but rather by the public, by industries, by 
agriculture, and by transportation. I hope you will give it your 
earnest thought and consideration. No government body cal 
or ever will do this work satisfactorily.” Mr. Conn recommended 
the abolition of the Labor Board and said its existence tended 
to increase the difficulties between carriers and their employes 
rather than to decrease them. “The public never anticipated 
that the Labor Board would deal with every petty dispute aris 
ing between employer and employe,” he said. ‘However, this 
is just exactly what has happened. Wages were reduced in oll: 
side industry last year, but the Labor Board has just finished 
hearings on a contemplated reduction predicated out upon facts 
obtained in the year 1921. The board does not commence 
act until the country passes an entirely new cycle in its ec 
nomic development. Aside from the personnel of the board. the 
fundamentals upon which it rests violate every principle of out 
social order, and, to me, the great problem before the shippers 
of this country is to insist upon the re-establishment of relations 
between railroad employer and railroad employe which are ec 
nomically sound, and which do not tend to disrupt the free work: 
ing of natural relations upon each railroad governed by condi: 
tions surrounding its particular operation. Until this is done 
the public will continue to pay for something it does not 
receive.” 


At a meeting of the Traffic Club of the Jamestown, N. 
Chamber of Commerce, April 19, Walter Shaw, president of te 
Jamestown Engineering Society, explained plans for repairiné 
the harbor at Barcelona, N. Y., so that canal boats could 
directly into it from Buffalo. R. F. Trumper, traveling frei” 
and passenger agent for the C. M. & St. P., spoke on the er 
trification of railroad lines and the advantage of hauling frelé 
by electricity. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 





American-Hawaiian S. S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Industrial New England 





8.S. NEBRASKAN 
M.S. CALIFORNIAN 











Rapidly growing as shipping point for 
Azores Islands 


Cape Verde Islands 
Lisbon, Portugal 
Mediterranean Ports 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 
al Ports of the United 





U. 8. Pacific Coast Ports , & the Princi 








Joint Services with 


Hamburg-American Line 
To Hamburg 


NEW YORK TO HAMBURG 


ee 


- *MOUNT CLINTON 
oH ppbhonesanannanaannanannennen: 
*MOUNT CLAY 





Has large sheltered harbor. 
Channel depth 25 ft. at low tide. 


Modern steel and concrete pier accommo- 
dations for large vessels. 


ee 


rnin a wo wn 
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*Carries third-class passengers. 
+Cabin and third-class passengers 
¢ First, second, third-class passengers 


LOADING PIER 86, NORTH RIVER 


PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. THEMISTO (via Baltimore) 
8.S. OREGONIAN 


Up-to-date freight handling facilities. 


Served by N. Y. N. H. & H. railroad with 
tracks direct from pier. 


(via Baltimore) 


BOSTON TO BREMEN AND HAMBURG 
8.8. GEORGIAN 


1,250,000 sq. ft. modern warehouse space, 
part of which is at water’s edge. 
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BALTIMORE TO BREMEN AND HAMBURG 
S.S. ee (via Norfolk and Boston) 


ee ee ey 


S.S. CALLISTO (via Norfolk) 
S.S. OREGONIAN 


Much Quicker Service and Lower 
Handling Charges Than in Most 
of the More Congested Ports 


ee ee) 


Ce 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 











8.S. GEORGIAN 
8.8. CALLISTO 
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NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. SACHSENWALD 
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Through bills of lading vie Hamburg issued to al] Scandinavian 


An Opportunity for Shipping Men! pa Ege 







Recognized as the chief cotton concentration 
point in New England, this port handles 
annually 750,000 bales. 





NEW YORK TO DUTCH EAST INDIES 


Port Swettenham, Singapore, 
amarang, Soerabaya 


CPPS EHH HSER EEE EE EEE EEE EES 





Penang, Belawan-Deli 











Mills consuming 1,250,000 bales each year 
are within easy motor trucking distance. 








ee 


Leading Pier 21, Pouch Terminal, 









This cotton could come more cheaply by 
water and would do so if direct water connec- 
tion with Southern ports were established. 


NEW YORK TO NORTH AFRICA AND LEVANT 
is, Alexandria and Syrian Coast Ports 


ay 
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* Also calls at Malta 
- Leading Pier 21, Pouch Terminal, Clifton, 8. I. 


General Offices: 3) BROADWAY, New York 
Telephone WHITEHALL 1020 
WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street 
BRANCH OFFICES 
Boston, 40 Central 44 
hiladelphi 
Pittsburch, Oliver Bldg. 
Rochester, Commerce Bldg. 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome 8t., San Francisce 











Full Co-operation in Developing Port Traffic 
Will Be Given by 


David Duff & Son 
(Coal—Tow Boat Service) 

Green & Wood (Lumber) 

Gunning Boiler & Mach. Co. 


New Bedford Boiler & Mach. Co. 
New Bedford Storage Warehouse Co. 
Slocum & Kilburn 

(Mill, Electrical and Ship Supplies) 


| New Bedford Board of Commerce 


Phone Wabash 4891 


Phone Congress 8084 
7050 
Phone Grant 7481-2 
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RATES ON CEMENT 


The Trafic World Washington Bureau 


The Commission, by means of its order in I. and S. No. 
1534, issued April 29, has held up, at least until it can investi- 
gate, a new phase of the carrier and cement manufacturer com- 
petition in which the railroads and manufacturing companies 
have long been involved over the question as to proper rates 
from the Lehigh and Hudson producing districts, to New York 
Harbor and New England destinations. In that order it suspended 
schedules filed by the Central of New Jersey, Lackawanna, Le- 
high & New England, Reading, and Lehigh Valley, dated to be 
effective May 1, in which they proposed a reduction in the rate 
on cement from the Lehigh district to New Jersey tidewater 
points, for transshipment beyond, from 10 to 7 cents. The 
schedules were suspended until August 29. 


Protest against the proposed reduction was made by the 
Atlas Portland Cement Company on the ground that the reduc- 
tion in the transshipment rate proposed would put cement from 
the Lehigh district into New England at rates so much lower, 
relatively speaking, than from the Hudson district, right at the 


west door of New England, as to make the lower rate a traffic 
scandal. 


Coincidentally with the filing of schedules cutting the trans- 
shipment rate, the carriers filed sixth section applications for 
permission to make a rate on cement to New York harbor point 
deliveries of 11 cents instead of 14 cents. They did that so as 
to remove any question of fourth section violation that might 
be created by the publication of the 7-cent rate to the Jersey 
shore points for transshipment beyond. The possibility of fourth 
section violation was raised by the fact that their rate to New 
York proper was 14 cents. The transshipment rate of 7 cents to 
Jersey shore points would have made it possible to get cement 
into New York, in competition with that 14-cent rate, for 11 cents, 


the assertion being that lighterage from the Jersey shore points 
could be had for four cents. 


The railroads serving the Jersey shore points proposed the 
reduction to them on the ground that they were losing revenue 
to which they were entitled by what they claimed to be the fact 
that the Hudson district mills were obtaining barge transpor- 
tation, down the Hudson, that enabled them to bring cement to 
the Manhattan shore line for about 6 cents per 100 pounds and 
that a 7-cent transshipment rate to the Jersey shore would 
enable them to bring some cement from the Lehigh district to 
New York harbor points in competition with the barge service 
down the Hudson River. The barge service is not under the 
control of the Commission. Rates for that kind of transporta- 
tion are beyond its control. The Commission, however, by sus- 
pending the proposed cut, declined, pro tempore, at least, to 
recognize the supposed competition via the Hudson as a reason 
for establishing a rate to the Jersey shore points, which when 
used for making rates into New York City and into New Eng- 
land, in theory, at least, if not in fact, would put the Lehigh 


cement into those regions at a lower freight rate than from the 
Hudson district. 


The relationship of rates from the competing districts has 
been under consideration in a number of formal cases on the 
allegation of the Hudson mills that the rates from the Lehigh 
district into New England unduly preferred that district. The 
Commission has not agreed with that contention. In those cases 
the Lehigh district contended that the barge transportation on 
the Hudson River gave the Hudson district an advantage more 
than offsetting the advantage the Lehigh mills were supposed 


to have by reason of the lower rates, considered on a mileage 
basis alone. 


TRANSHIPMENT RATES 


The Trafic World Washington Bureau 

Transshipment rates throughout the country are receiving 
more attention at the hands of members and employees of the 
Commission now than probably ever before, because, in several 
instances, it has been asserted or intimated that they are being 


used in such way as to cause fourth section violations. The 
attention that is being bestowed on them is indirect. In only 
the so-called bunker investigation are the rates themselves in 
question. The latest instance in which any question about a 
transshipment rate has been raised is in connection with the 
proposal of the lines serving the Lehigh cement district to 
cut the rate on cement to Jersey shore points on traffic intended 
for beyond from 11 to 7 cents. That proposal was suspended to 
the end of August, on the protest of the Hudson district interests. 

In the cement rate case, the suggestion was that a trans- 
shipment rate of 7 cents to Jersey shore terminals would result 
in putting cement into New England for less than 14 cents, the 
latter being the rate to New York lighterage points, in violation 
of the aggregate of intermediates part of the fourth section, 
the theory being that lighterage from the Jersey terminals to 
points on Long Island and in New York City would be less 
than the difference between the 7 cent transshipment rate and 
the 14 cent rate to New York City, both established and main- 
tained by the lines serving the Lehigh district. To avoid a 
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suggestion that the transshipment rate would cause a Violation 
of that part of the law, the Lehigh district lines proposed jg 
cut the rate to New York lighterage points by the same amount 
they were proposing to cut the transshipment rate. The two 
proposals were submitted at the same time and put on the 
suspension docket the same day. 

The testimony taken by the Commission in the so-calle 
bunker coal case was all in repudiation of the theory that the 
so-called bunker rate was a rate based on the use to which 
the coal was to be put and in denial of the suggestion that the 
fourth section was being violated if and when the coal that had 
moved to tidewater on transshipment rates might be taken to 
a point inside or outside the Chesapeake capes and delivered 
to a point to which the carriers that had made the trnsship. 
ment rate, for a total charge less than the all-rail local rate at 
the final destination. The theory on which the Commission 
had instituted that investigation was attacked by every shipper 
and every railroad man who testified in the one day of hearing 
held by Examiner Bartel. Some of the railroad men, by impli. 
cation, admitted that there might be a fourth section question 
at points to which coal might be taken by boat at a combina. 
tion of transshipment rate and boat line rate less than the 
all-rail charge. Those who denied that proposition, in effect, 
argued that it was not a violation of the fourth section for a 
rail carrier to make an all-rail rate to a given point which might 
prove to be higher than the combination of the transshipment 
rate and the boat line rate. It might be an undue preference, 
if the point at which the combination made lower than the 
all-rail could show that it also was entitled to a transshipment 
rate because it had a boat line plying from it to some other 
point, but not a fourth section violation. 

There have been intimations that the lake cargo coal rates 
are also used at times to cut the all-rail rates but the recitation 
of alleged facts in support of that allegation are not specific. 
The intimation is that lake cargo coal has been delivered into 
barges and the barges taken to other lake ports and the coal 
delivered locally for a total transportation cost less than the 
all-rail rates to the port of final destination. But even if the 
allegation had been proved to be the same as the fact, the query 
would continue to be how that could be held to be in violation 
of the fourth section because the rail carrier that made the 
transshipment rate would not be responsible for the charge of 
the boat line lower than the difference between the transship- 
ment and the port proper rates. 


RATES ON PETROLEUM 


The Traffic World Washington Bureau 


On the protest of Empire Refineries, Inc., the Commission 
has suspended, in I. and S. No. 1536, from May 2 to August 3), 
supplements Nos. 2 and 3 of Leland’s I. C. C. 1515, filed to 
become operative May 2. In those supplements Leland under- 
took to establish joint rates on petroleum from Oklahoma 
points of origin to refining points in Kansas where there is 
none now. In the protest the oil company contended the joint 
rates set forth in the supplements would be higher than the 
lowest combinations and not in accordance with the basis upon 
which Leland was supposed to be making his joint rates. In its 
announcement on the suspension, the Commission said: 

The suspended schedules propose new rates on petroleum and 
petroleum products, carloads, from Cushing, Muskogee and Vinita, 
Okla., to destinations in Kansas. There are at present no through 
rates between the points involved, except in a few cases, and it 
appears that the proposed rates are being established partly in antici- 
pation of the proposed cancellation of the rules for constructing 
combination rates from the tariffs of individual carriers and partly 
because this rule has already been cancelled from some tariffs, which 


tariffs are used in figuring the factors used in constructing com- 


binations as a basis for through rates. The following statement 
is illustrative: 


From Cushing, Okla., to Elkhart, Kans., present combination 
rate 861%; proposed through rate 91. From Cushing, Okla., to Hag0- 
land, Kans., present combination rate 781%; proposed through rate ». 


LUMBER TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


In No. 1535 the Commission has suspended from May ! 
until August 29, 1922, schedules published in Supplements No. 
9 and 10 to Countiss’ tariff I. C. C. No. 1092. The suspended 
schedules propose increases in rates on lumber from producilé 
points in California to destinations in Minnesota and Wisconsil. 
The present rate from the so-called coast group is 66% cents 
and from the Truckee and Hawley groups, 62% cents per 10! 
pounds, and it is proposed to establish a rate of 73 cents from 
the coast group and 70 cents from the Truckee and Hawley 
groups. 

The suspended rates, according to the allegations of the 
protestants, would be higher than those prescribed by the Com 
mission in the case in which the question was as to whether 
the northern transcontinental carriers might make rates - 
the California groups higher than from the north coast ee 
and thereby do what they could to exclude from eastern vei 
lumber from Califarnia points on which they would “—e 
divisions lower than the rates on lumber on groups on t 
own lines on the north coast. 
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May 6, 1922 


HAL L. BRENNAN 





Customs House Brokers 


MEXICO Houston, Texas 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


S. E. LEONARD 
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Houston has been a port only three years. 


Now fourth cotton port of the United States. 
Many shippers are just discovering that it is a port. 
Are you one of the many? 


Just this month two new Steamship Lines entered 
Housten. 


The Luckenbach Line with regular service from and 
to the Pacific Coast ports. 


The Gulf States Steamship Company, with regular 
service between New Orleans and Houston, connect- 
ing with the Mississippi-Warrior Barge Line at New 
Orleans. 


What has Houston done to take care of the increased 
business ? 


There is under construction now a wharf 500 feet 
long, 86,400 square feet of covered space backed by 
500,000- bushel grain elevator with conveyor to ship- 
side; will be in operation by August. 


Enlarging cotton wharf 120x800 square feet of 
covered space; will be in operation about May 15. 
Conveyor with capacity of 90 tons per hour being 
installed to connect wharf and concrete storage 
warehouse. 


High-power piling, stacking and conveying machines 
being constructed. 


Does this look like progress? 
Mr. Traffic Man, could not Houston serve you? 


For further information address 


DIRECTOR OF THE PORT 


City Hall Houston, Texas 
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SIMPLIFICATION OF TARIFFS 


The Trafic World Washington Bureau 


The subject of simplification of tariffs (see Traffic World, 
April 15, p. 808) has brought hundreds of letters to the Com- 
mission, nearly all commendatory. The letters show, however, 
that simplification does not always mean the same thing to all 
shippers. For instance, one well-known traffic man is of the 
impression that simplification would consist of ordering the 
Pennsylvania, now publishing its tariffs on its own account, to 
join in the Kelly tariffs, thereby bringing Central Freight Asso- 
ciation rates into one publication. Another equally prominent 
traffic man objects to that because his shipping point is on the 
Pennsylvania and much of his traffic has destination on that 
system. That divergence of view, it is believed, shows how 
great a task the Commission has undertaken. The argument in 
behalf of the first-mentioned view is that the Kelly publication 
purports to show the rates in Central Freight Association ter- 
ritory, but does not because the rates to and from stations on 
the Pennsylvania are now shown therein. The contention is 
that the Kelly publication is about the same as would be what 
purported to be the Revised Statutes of the United States that 
did not contain the interstate commerce and related statutes 
because the latter on account of the great demand therefor were 
published in a separate and smaller volume. 

Conferences on the subject of the revision of Tariff Circular 
18-A have been held by the men in the tariff section of the Com- 
mission’s traffic division within the week, in which the simplifi- 
cation of tariffs was the uppermost aspect. They were attended 
by F. E. Williamson, J. H. Beek, William J. Pitt and J. H. Don- 
nell, representing the National Industrial Traffic League; W. J. 
Sedgman, the Atlantic Seaboard Freight Bureau; F. A. Leland, 
the Southwestern Freight Bureau; A. E. Cooke, assistant to the 
chairman of the Western Trunk Line committee, Chairman Boyd 
being unable to attend; R. H. Countiss, the Transcontinental 
Freight Bureau; A. C. Fonda, Texas Tariff Bureau; B. T. Jones, 
Central Freight Association Tariff Bureau; F. L. Speiden, Louis- 
ville Freight Bureau; N. W. Hawkes, New England Freight As- 
sociation Tariff Bureau; W. S. Curlett, Trunk Line Tariff Bureau; 
C. E. Lowrey, assistant general freight agent of the Chesapeake 
& Ohio; and J. H. Glenn, Atlanta Freight Tariff Bureau. 

Broadly speaking, the position of the tariff publishing agents 
was that the proposed simplification would cost much money 
and increase the bulk of the publications for the benefit of not 
more than five per cent of those using them. Their point was 
that ninety-five per cent of those using the publications were 
experts and had no difficulty in alternating fifteen or twenty sec- 
tions, one against all others and that the other five per cent 
would be almost as much bewildered by the simplified publica- 
tions as they are now; therefore why embark upon changes the 
end of which was not perceptible to those who had been dealing 
with the subject for many years. They did not oppose changes, 
they said, where some one could show, with reasonable cer- 
tainty, that the changes would be a benefit and not merely the 
use of an elephant gun for the killing of a peewee. 

One of the suggestions put forward by the men of the Com- 
mission was that the alternative sections be limited to three. 
The tariff agents, in principle, agreed it would be a good thing 
to reduce the number of such sections, but they. doubted whether 
three would be enough. 


Another suggestion was the elimination of all sections re- 
quiring the making of computations by shippers or carriers, ex- 
cept where such might be specifically authorized by the Com- 
mission. 

A third suggestion was that wherever there was an exception 
to a general basis of rates, the exception be brought into juxta- 
position with the general basis, so the man desiring to know 
whether there were any exceptions to the general basis, would 
know that if there were any such they would be found by spe- 
cific reference. For instance, if the general basis of rates on iron 
and steel, from Baltimore rate points to points in Kansas within 
100 miles of the Missouri River, was the rate to Kansas 
City, then if and when it was desired to give a point within the 
Baltimore rate district, a rate differing from that basis, to a 
point within that 100 mile distance from the Missouri River, the 
Commission men contended, there should be a specific reference 


to that exception, carried so near the basis item that it could not 
be overlooked. 


COAL PRODUCTION REPORT 


Production of bituminous coal in the fourth week of the 
coal miners’ strike probably exceeded 4,000,000 tons, the Geo- 
logical Survey says in its current coal report. Telegraphic 
reports for the week April 24-29 indicated a definite increase 
over the week ended April 22 when the production was 3,560,000 
net tons. The loading each day for the first four days of the 
week ended April 29 reached or exceeded 12,000 cars. In the 
week ended April 22 the average daily number of unbilled cars 
of bituminous coal at the mines was 22,836, as against 26,350 
in the preeeding week. 

The movement of coal across the Hudson continued to 
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decline during the third week of the strike. According to 
reports from the carriers, 371 cars of anthracite and 947 cars 
of bituminous coal were forwarded through the rail gateways 
of Harlem River, Maybrook, Rotterdam, Mechanicsville, Troy, 
and Albany. Anthracite shipments were approximately one. 
ninth and bituminous shipments one-third of those in the week 
preceding the strike. The lowest mark recorded for any week 
during the 1919 strike was 149 cars of soft coal. 

Shipments of coal through Hampton Roads declined slightly 
in the third week of the strike. A total of 366,373 net tons was 
handled, against 375,235 tons in the week preceding. Of the 
total dumpings 205,567 tons were billed to New England and 
35,526 tons were exports. The tonnage for other coastwise trade 
increased from 51,834 to 86,574 tons. 





COAL DIVISIONS TO L. & N. 


The Trafic World Washington Bureay 


Application for a specific order requiring its connections 
north of the Ohio River to increase their specific divisions on 
coal to it, in accordance with the Commission’s conclusion on 
page 254 in its report on Ex Parte 74, has been made by the 
Louisville & Nashville. It desires an order requiring an increase 
in divisions on soft coal, to bring them up to the 40 per cent 
basis, out of rates on traffic from the so-called inner crescent 
mines. Between August 26, 1920, and March 38, 1921, its division 
out of rates from the inner crescent mines was on the basis of 
only 33% per cent greater than they had been prior to the first 
mentioned date. March 3, 1921, the increase in its divisions was 
put up from the 33% per cent to 40 per cent basis, as it claims 
was contemplated by the Commission in its report on Ex Parte 
74, 

The Louisville & Nashville, in its application for a specific 
order requiring the 40 per cent increase basis to date from Aug: 
ust 26, 1920, said its situation differed from that of other car. 
riers hauling coal from the inner crescent, particularly the Ches- 
apeake & Ohio, the Norfolk & Western and the Baltimore & Ohio 
in that they obtained the 40 per cent advance on traffic from 
that inner crescent from August 26, 1920, and onward, while it did 
not obtain as large a division as it thinks the Commission in- 
tended it should have had, until March 3, 1921, and onward. 


Its failure to obtain the larger division, it pointed out, was 
not due to any negligence on its part. Immediately after the 
Commission’s decision was put out, it undertook to revise rates 
from the inner crescent mines on its rails so as to obtain the 
benefit of the 40 per cent advance and restore the relationships 
prior to August 25. It put forth its proposal in that regard in 
its I. C. C. A-14762, issued August 28, 1920, to become effective 
October 5. That tariff, however, was suspended in I. and S. No. 
1214. After investigation, the rates therein proposed were ap- 
proved and a tariff of Jike effect was allowed to become operative 
March 8, 1921. Concurrently with the tariff the Louisville & 
Nashville issued its division sheets bringing the divisions up so 
as to give it the benefit of the 40 per cent advance, out of the 
parts of the rates accruing to the lines north of the Ohio River. 

Neither the tariff nor the division sheets could be made 
retroactive to the day when the Louisville & Nashville now 
claims it was entitled to the higher rates and the increased divi- 
sions. The Chesapeake & Ohio, Norfolk & Western and the Bali- 
more & Ohio, however, obtained the benefit of the increased 
rates and inflated divisions from August 26, 1920, to March 3, 
1921, while in the period between those dates the Louisville & 
Nashville had the benefit of an increase smaller than it claims 
the Commission intended it to have. The shippers who for 
warded their coal on rates increased only 3314 per cent cannot 
be made to pay the higher rates to Louisville & Nashville says 
the Commission intended it to have, but its application suggests 
the railroads north of the Ohio can be made to pay the increase 
divisions, if the Commission will issue the necessary order. 

The part of the Commission’s decision in Ex Parte 74 on 
which the Louisville & Nashville bases its application is 4 
follows: 


In many cases, divisions between carriers are in the form 0 
specific amounts per unit. It is obvious that unless divisions of this 
character be increased, such lines will receive no benefit from the I 
creases herein approved, while the other carriers will receive more 
than the respective percentage increases applicable to the traffic. It's 
concluded that where carriers earn specific amounts as their compen: 
sation out of through rates or fares, such amounts should be increase! 
in the same percentages as the through rates or fares. Where = 
divisions of carriers participating in through rates or fares are in fixed 
amounts per unit and are absorbed by other carriers, such absorption® 
shoulq be increased in the same percentage as the through rates ° 
fares. 





WINSTON-SALEM TERMINAL BONDS 


The Southern Railway, the Norfolk & Western, and tle 
Winston-Salem Southbound Railway Company, in petitions filed 
with the Commission, ask permission to guarantee an issue ol 
$700,000 of 5 per cent first mortgage gold bonds of the Winstol 
Salem Terminal Company. The bonds will be issued in col 
nection with the proposed construction of a new passenger ter 
minal station at Winston-Salem, N. C. 
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CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Dellvery Service and Carioad 
Distributors 


Reduce Damage Claims 
by nailing your boxes and crates right. Use nails of the 
right size, spaced to suit the kind and thickness of w 
used. Our pamphlet on nailing tells you how. It is free. 
Write for it. 
National Association of Box Manufacturers 
1553 Conway Building, Chicago 





SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Personal Service Quick Despatch 





bed 
ANC hoy -) 
acres a Ee 


REGULAR SERVICES 
FREIGHT and PASSENGER 
















Between 
YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 
and 
UEENSTOWN ANTWERP BRISTOL 
PLYMOUTH HAMBURG GLASGOW 
LONDON MEDITERRANEAN HAVRE 
LONDONDERRY LIVERPOOL ROTTERDAM 
CHERBOURG —,- DANZIG 


Import and Export Freight Shipments Solicited 
COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 





General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
710-11-12 Laclede Gas Light Bldg., St. Louis, Mo. 


Write for list of clients who will advise you of our 
prompt and efficient service in securing refund of over- 
charges in paid freight bills and settlement of loss and 
damage claims. We secure results after others have 
failed. 


A trial of our service will make you a permanent and 
satisfied client. 

We handle business from all parts of the United States. 
Send for descriptive circular of our complete service. 


Reference: Union Station Trust Co., St. Louis, Mo. 
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WACO, TEXAS 
THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 





MUSKOGEE, OKLA. 
Muskogee Transfer & Storage Co. 


2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 
















ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Wareheusemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 
DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 


We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


INDIANAPOLIS, IND. 



















McNamara Warehouses 
Unlimited Service 


Merchandise Storage and Distribution. Track connection 
and free switching with all railroads. Machinery, paper 
and general storage. Motor delivery service. 


Experienced men, together with our modern equipment, 
enable us to give you prompt and reliable service. Let us 
figure on your requirements. 


Assemblers, Forwarders and 
Distributors of Pool Cars 


Telephone 946 W. New York St. 
Circle 8407 Big Four Sidings 





BROOKLYN ‘‘PERSONAL SERVICE” NEW YORK 





MERCHANDISE STORAGE COMPANY, INC. utcuterace 


3/6 NORTH PIER STREET, BROOKLYN FACILITIES 


INSIST ON CLEAN—DEPENDABLE—STANDARDIZED WAREHOUSING 


AND SELECT YOUR WAREHOUSEMAN AS YOU WOULD YOUR OWN BANKER 
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CLEVELAND TERMINALS SECURITIES 


The Trafic World Washington Bureau 


The Cleveland Union Terminals Company has applied to 
the Commission for authority to issue and sell 100 shares of 
its common capital stock and to issue and sell $12,000,000 of 
first mortgage 5% per cent 50-year sinking fund gold bonds 
out of a total proposed issue of $60,000,000. 

The New York Central, the Cleveland, Cincinnati, Chicago 
& St. Louis, and the New York, Chicago & St. Louis, the pro- 
prietary companies of the terminals company, joined in the 
application, asking authority to guarantee the payment of the 
principal and interest of the $12,000,000 of bonds to be sold. 

The 100 shares of stock has been sold to the proprietary 


companies at par, $100 per share, subject to the approval of 
the Commission. 


Negotiations are in progress, the applicants said, for the 
sale of the bonds to responsible bankers at not less than 92% 
per cent of par and accrued interest. 

The proceeds from the sale of the bonds will be used by 
the terminals company to pay indebtedness of $2,350,000 to the 
proprietary companies resulting from advances for the purchase 
of real estate for the passenger terminal which the terminals 
company will build in Cleveland under authorization of the 


Commission, and also to pay for real estate yet to be acquired 
and construction. 


The bonds will be dated April 1, 1922, and will mature 
April 1, 1972, but are subject to redemption on dates prior to 


the final date of maturity under conditions stipulated in the 
mortgage. 


CAR SERVICE RULES, ETC. 


In a bulletin on empty car mileage, car service rules in 
actual practice, and supervision of car movement, accompanied 


by charts, the car service division of the American Railway As- 
sociation says: 


Empty Car Mileage and Its Causes.—Empty car mileage is a 
subject of fundamental importance in railroad operation and is a 
question actively before those concerned at all times. 

While many analyses have been made in the past of the causes 
of empty car mileage, the resulting conclusions generally have not 
been based upon studies of car movements in sufficient detail. The 
chart on preceding pages shows that the loaded car mileage east and 
north exceeded the loaded car mileage west and south monthly from 
January 1, 1919, to December 31, 1921, the minimum excess being 
64,432,000 and the maximum 152,698,000 miles per month. es 

The greatest density of population in the United States is in the 
territory east of the Mississippi and north of the Ohio and Potomac 
Rivers, which fact explains the unbalanced traffic indicated by those 
figures. This lack of balance obtains even under normal conditions. 
During periods of business depression, due to the then marked fluc- 
tuation in the classes of traffic, the movement is particularly unbal- 
anced. As a typical example, note the following: 

August, 1919, Percentage Total Loading 5% Live Stock, 20% Coal 
and Coke, 6% Forest Products, 4% Ore, 60% Merchandise and Mis- 
cellaneous, 5% Grain. , 

January, 1921, Percentage Total Loading 7% Live Stock, 2% 
greater; 26% Coal and Coke, 6% greater; 4% Forest Products, 2% less; 
2% Ore, 2% less; 54% Mdse. and Miscl., 6% less; 7% Grain, 2% greater. 

This shows that those commodities moving largely in direction of 
preponderating loaded traffic increased, while total traffic decreased, 
with a particularly heavy decrease in the commodities loaded in 
return. Also, the commodities showing an increased proportionate 
movement in 1921 were largely those requiring special types of equip- 
ment which generally moves loaded in only one direction. ‘ 

An important factor in the increase of empty mileage is the lighter 
loading of cars during periods of business depression. For instance, 
based on 1920 loading, it is estimated that products of agriculture used 
approximately 130,000 cars unnecessarily in 1921 based on the assump- 
tion that the cars could have been loaded as heavily in 1921 as they 
were in 1920. Agricultural products move preponderatingly east and 
north in direction of prevailing traffic; manifestly the increased number 
used added that many more cars to go back west and south empty. 
This added from 40 to 70 million empty car miles to the year’s total. 

There was a decrease in the total car loading during the first 
seven months in 1921, and home cars on home roads increased from 
48 in January to 74 in July. Notwithstanding this, there was contem- 
poraneously a decrease in the per cent of empty mileage. This seems 
to demonstrate that relocation of home cars to home roads does not 
necessarily result in an undue amount of empty mileage. It is to 
be regretted that the figures showing car mileage, by classes and direc- 
tion are not available. Such additional information we believe would 
conclusively demonstrate the correctness of this conclusion. 

A check was recently made by American Railway Association 
inspectors at principal interior terminals of four large eastern roads 
to determine if parallel movements of empty cars were being made 
in direction of the preponderating loaded movement. The result indi- 
cated that of 20,627 cars moving east, only 290 or 1.4% were empty. 
This was an excellent performance. 

Car Service Rules In Actual Practice.—It is poor economy to incur 
empty mileage solely to save per diem expense. The truth is that 
the cost of moving cars empty generally exceeds the per diem cost. 
That this seems to be well known by transportation men is indicated 
by the investigations made by the Car Service Division. 

Checks covering 82,156 cars over a three months period, including 
142 railroads and 316 stations, shows that the violations of Car Service 
Rule 1 have amounted to only 3.4%. This is the rule that says home 
ears shall not be used for the movement of traffic beyond the limit 
of the home road when the use of other suitable cars is practicable. 
Violations of Rule 2 amounted to 7.8%; of Rule No. 3, 3.2%; with a 
total violation of 14.5%. In other words, 96.6% of these cars were 
handled in accordance with Car Service Rule 1, and 85.5% in accord- 
ance with all the rules; a very excellent performance. Of the 82,156 
ears checked, 45,086 were loaded by the carriers with merchandise, and 
of these, only 1.7% were loaded in violation of Car Service Rule No. 1. 
The investigations of the Car Service Division demonstrate beyond any 
reasonable doubt that the carriers generally have adhered to the rules. 
The natural conclusion is that the railroads individually may rely upon 
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the integrity-of each other in the maintenance of the general scheme 
of Car Service Rules. 

Undoubtedly some switching expense can be charged to rigid 
adherence to the rules. The analyses and observations made by our 
inspectors, however, would indicate that this expense has been greatly 
overestimated. Many roads, after careful investigation, have asserted 
that no additional switching expense has been caused by the rules. 

The observance of the Car Service Rules involves establishing a 
proper relation with the shipping public. Our experience proves 
that a better understanding by the shippers of the benefits resulting 
from loading equipment in conformity with these rules will prevent 
many violations. The Car Service Division has recently issued a 
circular for distribution to shippers asking for their co-operation, in 
their own interest. In the districts where the most intensive and 
personal educational work has been done, the records show that invari- 
ably when the shipper has a fair understanding of the purposes to 
be accomplished by the Rules, he has given generous support in 
complying with them. 

Supervision of Car Movement.—To secure the utmost efficiency 
from the carriers’ vast investment in freight cars, intensive supervision 
is necessary. The ownership principle of car service rules plus flexi- 
bility, affords the most economical and workable method for car 
operation and distribution. These car service rules are a gradual 
evolution developed through years of experience in the handling of car 
equipment, and are fundamentally sound from the standpoint of ship- 
pers and the railroads. It appears unnecessary to look to new methods 
for greater economy in future car handling; such economies as are 
possible will undoubtedly result from: 

. A more intensive supervision of the individual car loading and 
movement to the end that— 

(a) Car Service Rules will be observed: 


. (>) Cross-haul of empty equipment of same class will be elimi- 
nated; 


(c) Increased loading per car will be secured; 

(d) Unjustifiable empty movement will be avoided, especially in 
the direction of the preponderating loaded traffic; and 
(e) Terminal delays will be reduced to the minimum. 

2. A system of recording car mileage by classes, by directions, 
and by operating divisions. to provide a definite record to determine 
cause, effect, and remedy for empty mileage. 

3. A well defined plan of car maintenance which will avoid empty 
car mileage caused by the condition of the car. This does not mean 
that all cars must be maintained in condition suitable for all classes of 
traffic. Such maintenance manifestly would involve an unjustifiable 
expense, 

The work accomplished in the last year or two in educating rail- 
road officers and emplovees and the shipping public in the merits and 
practical application of the Car Service Rules, is a foundation for 
the more difficult times ahead. When business is heavy, and freight 
cars of all types in demand, there may be a tendency to disregard 
ownership, but a substantial adherence to the principle of these rules 
will then most satisfactorily accomplish the required distribution of 
equipment. This will avoid the necessity for emergency orders for 
the movement of cars, the results of which are found to be un- 
economical in operation and unsatisfactory in results. 





OFFICIAL REPORTS OF HEARINGS 


The State Law Reporting Company of New York has been 
appointed the official reporter of the United States Shipping 
Board to report certain proceedings to be held throughout the 
country. It has also been appointed the official reporter for the 
National Association of Railway and Utilities Commissioners. 

The first of these hearings of the Shipping Board was held 
in New York April 24-25. Subsequent hearings will be held at 
Savannah, Ga., May 11; New Orleans, La., May 15; St. Louis, 
Mo., June 6; Chicago, Ill., June 8; Los Angeles, Cal., July 6; 
San Francisco, Cal., July 9; Portland, Ore., July 12; Seattle, 
Wash., July 15. These hearings are on the question of whether 
adequate facilities exist to warrant enforcement of Section 28 
of the merchant marine act. 

The National Association of Railway and Utilities Commis- 
sioners will hold its next meeting in September at Detroit. The 
record of proceedings of these two bodies will be published as 
the official record. 

The State Law Reporting Company is also the official re- 


porter for the Interstate Commerce Commission, outside of 
Washington, D. C. 


GUARANTY APPLICATIONS DISMISSED 


The Commission has dismissed the applications of the Val- 
ley & Siletz, the Cumberland Railway, the Sievern & Knoxville, 
the Tennessee & Carolina Southern, the State University Rail- 
road Company, the Ensley Southern Railway Company and the 
Augusta Union Station Company, for the benefits of section 
209 of the transportation act. With the exception of the Valley 
& Siletz and the Augusta Union Station Company, the lines 
named were operated during the guaranty period by the South- 
ern, which declined to accept the guaranty. Therefore, the 
Commission held, the applicants could not benefit by the sec 
tion. As to the other two lines, the Commission held that the 
Valley & Siletz was not operated prior to January 1, 1918, and 
was not under federal control at the end of the federal control 
period, and that, therefore, there was no basis for computing 
the guaranty; and that the Augusta Union Station Company 
will benefit by the application of the guaranty to the tenant 
lines, with the exception of the Southern and the Augusta South- 
ern, which did not accept the guaranty. 





‘ Cc. I. & W. LOAN DENIED 

An application of the Cincinnati, Indianapolis & Westert 
for a loan of $200,000 to be used for equipment and additions 
and betterments has been denied by the Commission because 
the carrier did not respond to requests for information Tre 
garded as necessary by the Commission. 
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PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 


HOUSTON, TEXAS 
Binyon-O’Keefe Fireproof Stg. Co. 
The House of Real Service 


POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 





Whatever the goods, wherever the market, 
Distribution Service, Inc., can propose a 
method of allocation which in nearly every 
case effects economy. 


EUEVEVEENEVENENNE End YE RENNEVNEVNENNENNEO EN RENNENNE RENREN NE RENNENNEN EN RENNENRE RENE VANE 


Distribution Service, /nc, 
123 W. Madison St.Chicago IIL. 


© Representing: 


BIRMINGHAM LOS ANGELES 
Harris Transfer & Warehouse Co. Union Terminal Warehouse Co. 
CHICAGO 
A LOUISVILLE 
Bre Lee Warehouse Co. Louisville Public Warehouse Co. 
LAND 
— Street Terminal Warehouse bag ace ta Fireproof Warehouse & 
0. 
DENVER ae 


The Weicker Transf Ss PHILADELPHIA 
Co. a oe Se NOP Terminal Warehouse & Transfer 
EL PASO a 
International Warehouse Co. PORTLAND 
FORT WORTH Oregon Transfer Co. 
Binyon-O’Keefe Fireproof Storage SAN FRANCISCO 
neti San Francisco Warehouse Co. 
Binyon-O’ Keefe Fireproof Storage ST. LOUIS 
Co. S. N. Long Warehouse. 
KANSAS CITY ST. PAUL : 
Central Storage Co. Central Warehouse Co. 
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6, North China 


* 
Line 
Columbia Pacific Shipping Company 


Regular Direct Freight Service Without Transhipment 


PORTLAND, OREGON 
TO 


Yokohama, Kobe, Shanghai, Tientsin (Taku Bar), 
Tsingtao, Chinwangtao and Dairen 


SS WEST KEATS ....... May6 
SS EASTERN SAILOR. . ... . June 6 


Shanghai, Manila, Hongkong 


SS WEST KEATS ....... May6 
SS EASTERN SAILOR. ... . . June 6 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 


For information regarding Space, Rates, etc., apply to 


UNITED AMERICAN LINES, INC., 39 Broadwa 


New York City 


UNITED AMERICAN LINES, INC., 327 South La Salle Street, 


cago, Ill. 


R. T. JOHNS & COMPANY, INC., Centra! Build 


ing, 
Seattle, nn 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 




















Issued for the benefit of shippers who 
want to know their Freight Rates with- 


out the high cost of maintaining a file 
of Railroad tariffs. 


Service that has satisfied the most 
exacting, for over Eleven Years. 


The only Publication. of Freight Rates 
that covers both Class and Commodity 
Rates and makes reference to the tariffs 
from which the information is taken. 

A convenient record of rates issued in 
loose leaf form and served with a monthly 
distribution of revised pages covering 
changes. 

This service can be placed in your 
traffic or shipping department at a sub- 
scription cost of $24.00 per year. 


LET US SEND YOU SAMPLE PAGES 


W. J. HARTMAN, PUBLISHER 


732 FEDERAL ST.. CHICAGO, U. S. A. 
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Questions and Answers | 
In this department will be answered questions of both legal and | 
practical nature that confront persons dealing with traffic. A specialist 

on interstate commerce law, whois a member of our legal department, 

will give his opinion in answer to any simple question relating to the law 

of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
fo a a We do not desire to take the place of the traffic man but to 
jf « Ip him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

dress Questions and Answers Department, 

Treffic Bervice Corporation, Colorado Building, Washington, D. C. 
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Misrouting—Carrier’s Duty to Forward via Cheapest Available 
Route Includes Car 


Ohio.—Question: On shipments destined to stations in Wis- 
consin from “A,” Ohio, where there is no route shown, is it 
compulsory for the carrier to protect the car ferry rates? 

On shipments destined to the above stations, is it compulsory 
for the carrier to protect the car ferry rates when they are 
routed CNW? Shippers contend that Interstate Commerce Com- 
mission rules do not consider the car ferry route, as rail-and- 
water, but, on the other hand, consider at as an all-rail route. 

Answer: Conference Ruling 214 (c) provides that in the 
absence of routing instructions by the shipper, the carrier’s duty 
is to forward shipment via the cheapest available reasonable 
route of the class designated by the shipper, that is, all-rail, or 
rail-and-water. If shipper merely forwards his shipment via 
the Baltimore & Ohio Railroad, this is the selection of an all- 
rail route, and it is the duty of the Baltimore & Ohio to forward 
shipment via the cheapest all-rail route under the above rule. 

Conference Ruling 316, I. C. C. Conference Ruling Bulletin 
No. 7, provides that car ferry routes will be considered all-rail 
routes within the meaning of Conference Ruling 214, above 
quoted. 

If the shipper executes bill of lading with routing via the 
Baltimore & Ohio as initial line and the C. & N. W. as deliver- 
ing line, these two lines having connection at Chicago, there is 
no duty on the part of the Baltimore & Ohio to forward ship- 
ment via the car ferry route across Lake Michigan, because 
the shipper has given complete routing, the originating and de- 
livering lines being shown on the bill of lading. So long as 
the bill of lading line has track connection via a reasonable 
route with the delivering line specified by the shipper, it is held 
that the shipper has specified complete routing. 

In Stebbins vs. D. L. & W. Railroad, 42 I. C. C. 151, the 
Commission laid down the rule, “Where a consignor specifies 
the routing that he desires his shiprnent to take, by naming a 
carrier which, in connection with the originating line, forms a 
through route from point of origin to destination, the initial 
carrier cannot be charged with having misrouted the shipment 
if it bills it over that route instead of selecting a cheaper route, 
in which those carriers participate, but with a third carrier 
intervening.” 

The initial line has no duty of selecting an intermediate 
carrier when the shipper has specified a connection of the origi- 
nating line as delivering carrier. 

Misrouting—When Complete Routing Instructions Are Given, 
Carrier Must Comply Therewith, or Be Liable for Any Dam- 
ages Caused by the Diversion 
Wisconsin.—Question: Is it a violation of any traffic rules 

for carrier’s agent to insert intermediate line routing? 

For instance, car lumber originating at A destined to B, 
routed by shippers X R. R., Y R. R., Z. R. R., no junction points 
being specified. 

The car is waybilled X R. R., Y. R. R., Manitowoc, T R. R., 
Toledo, and delivered to Z R. R. at Toledo. You undoubtedly 
understand that the Y R. R. has connection with the Z R. R. 
at Chicago. 

Intermediate lines’ commercial agents are frequently re- 
questing agents along the line to give them a haul when no 
junction points are specified by shippers. 


Answer: Paragraph (8), section 15, interstate commerce 
act, provides, “the person, firm or corporation making such ship- 
ment * * *  ghall have the right to designate in writing by 
which of such through routes such property shall be transported 
to destination, and it shall thereupon be the duty of the initial 
carrier to route said property over its own lines and deliver the 
same to a connecting line according to such through route, and 
it shall be the duty of each of said connecting carriers to receive 
said property and transport it over the said line or lines and 
deliver to the next succeeding carrier or consignee according to 
the routing instructions in said bill of lading.” 

The Interstate Commerce Commission has held in several 
cases that when a consignor specifies routing by a carrier, or 
cafriers, which in connection with the originating line forms a 
through route from point of origin to destination, the initial 
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carrier cannot be charged with having misrouted the shipment 
if it bills it over that route instead of selecting a cheaper route 
in which these carriers participated, but with a third ecar- 
rier intervening. See Stebbins vs. D. L. & W. Railway Co., 42 
I. C. C. 150; Dulweber vs. Y. & M. V., 45 I. C. C. 547, and Me- 
Caull-Dinsmore Co..vs. C. B. & Q. R. Co., 48 I. C. C. 507; Austin 
Powder Co. vs. Wheeling & Lake Erie, 45 I. C. C. 199. 

It naturally follows, by the same sign, that as this consti- 
tutes complete routing and if the carrier is not obliged to for- 
ward shipment over an unnamed intermediate line, it has no 
duty of that kind when the routing in the bill of lading is com- 
plete (even though no junctions are specified) in all such in- 
stances (regardless of whether the rate via such route is higher 
or lower), and, under the act the carrier in the case you cite 
would be guilty of misrouting. 

Tariff Interpretation: Intermediate 
Rates 


New Jersey.—Question: A shipment from Timber Brook 
Siding, N. J., a point on the Wharton & Northern Railroad, to 
New York City for C. R. R. of N. J. delivery. There are no 
through class or commodity rates between the given points. 
The Wharton & Northern connects with the Jersey Central at 
Lake Junction, N. J. The carload commodity rate on cord- 
wood from Timber Brook Siding to Lake Junction is 56 cents 
per net ton. The published sixth class rate from Lake Junction, 
locally to New York City on the Jersey Central is 19% cents 
per 100 pounds. There is a commodity rate in a Central tariff 
applying from Hurd, N. J., a point on the Central beyond Lake 
Junction, and from Bartley, N. J., a point between Lake Junction 
and New. York City on the Jersey Central, to New York City 
of 14% cents per 100 pounds. That is, Lake Junction is located 
on the Jersey Central directly between Hurd and Bartley. The 
intermediate rule on the face of the Central tariff, carrying the 
commodity rate and applying on interstate traffic, reads: “From 
any point of origin not named in this tariff, but between any 
two points of origin named, the commodity rate will be the 
— as from the next more distant point that is named in this 
tariff.” 

Can the rate from Hurd of 14% cents to New York City 
be properly applied under this intermediate rule as the Jersey 
Central factor of the combination rate on Lake Junction, or is 
the published Jersey Central sixth class rate of 19% cents the 
proper factor to apply? 

Answer: The intermediate rule of the Central’s tariff has 
the effect of establishing a commodity rate from Lake Junction 
to New York, just as effectively as if the 1414-cent rate had 
bene specifically made to.read “from Lake Junetion,”’ and unless 
there is also another and older commodity rate published from 
Lake Junction, the 14%-cent rate is the proper factor to be used 
from Lake Junction, in basing the combination from Timber 
Brook Siding. By referring to the tariff carrying the class rates 
from Lake Junction to New York, or the classification governing 
such class rates, you will find the rule which provides that when 
a commodity rate is established between two points, it auto- 
matically removes the application of the class rates on that 
commodity between the points in question. 


Regulation of Facilities Furnished by Common Carrier for Ac- 
commodation of Public 

Maryland.—Question: Is consignee responsible for storage 
charges where arrival notice from a small town agency is mailed, 
consignee receives the notice, calls for the freight about 9:30 
a. m. during the day of the free time, is unable to obtain the 
freight because the station is not open and then does not call 
for several days after the free time expires, the carrier keeping 
the station open eight hours, starting about 10 a. m., the hours 
not shown on the arrival notice, which hours might be changed 
from time to time, as the carrier’s operating conditions require, 
when the public served at the station may not know or be ina 
position to know of the hours or changed hours without visiting 
the station or in an endeavor to obtain receipt of or forward 
freight? 

This question also concerns whether there are required 
hours varying according to class of stations, carriers must kee) 
agency stations open for receipt of and delivery of freight. | 

Answer: The statutes of the several states may contain 
provisions regulating the hours during which the offices of 4 
common carrier shall remain open for the receipt and delivery 
of freight or provisions which delegate to a commission the 
power to regulate the matter; but there is no federal statule 
which definitely fixes the hours during which the offices of com 
mon carriers shall remain open for business. In the absence 
of a state statute fixing the hours, it is a question of what is 
reasonable under the circumstances and conditions, when taking 
into consideration the size of. the community and the amount 
of business transacted. ‘ 

With respect to the storage charges on the shipment 1 
question, it is our opinion that the consignee is liable therefor. 


Refund of Taxes on Overcharges 


Kansas.—Question: Car of pig iron shipped from “A, Indi- 
ana, to “B,” Kansas, in December, 1921, by prepaid freight. 


Application—Combination 
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PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


AND 


Los Angeles, San Francisco 


Portland, Astoria, 
Seattle and Tacoma 


Thru bills of lading issued to San Diego, Oakland, Stockton and 
cramento, California; Hawaiian and Far East Ports; 
Grays Harbor and Puget Sound, Wash. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


15 Moore Street, New York Telephone, Bowling Green 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
39 South Street Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, Portland, Seattle and!Tacoma 





Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 









NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE 32 SAN FRANCISCO 
NORFOLK nm) OAKLAND 
SAVANNAH PORTLAND 






JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 










Philadelphia New York 
139 8. Third St. 42 Broadway 
Pittsburgh Cleveland 
1537 Oliver Building 248 The Arcade 
Savannah, Ga. Oakland, Cal. 
Savannah Bank & Trust Bldg. Parr Terminal 


Les Angeles, Cal. Portland, Ore. 
427 Van Nuys Bidg. 601 Title & Trust Bidg. 


1408 L. C. Smith Bldg., Seattle, Wash. 
Room 495 Ellicott Sq. Bldg., Buffalo, N. Y. 
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NEW YORK-LOS ANGELES-SAN FRANCISCO 


PASSENGERS AND FREIGHT 


DIRECT SERVICE 
via PANAMA CANAL 


WEST COAST CENTRAL AMERICA, MEXICO 


Calling at Norfolk, Va.; Corinto, Nicaragua, La Libertad, Salvador; 
San Jose de Guatemala and Manzanillo 


S.S. SANTA ANA sails from New York May 10th 
S.S. VENEZUELA sails from San Francisco May 20th 


Sailings about every 17 days thereafter 
All New York Sailings from Pier 33, Atlantic Terminal, Brooklyn 


PANAMA SERVICE 


Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 
S.S. CUBA sails from San Francisco May 30th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover Square, New York 508 California St., San Francisco 
503 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to gh a Kobe, Shanghai, 


Passenger and Freight Sailings by New and Luxurious U. S. 
ser Liners 


Shipping ners: : 
S.S. Hoosier State sails . . . May 13th 
S.S. Golden State sails .. . June 3rd 
S.S. Empire State sails . ... June 24th 
and approximately every 21 days thereafter. 
San Francisco-M ANILA-Hongkong Service via Honolulu 
S.S. Wolverine State ... . June Ist 
S.S. President Hayes . ... - July 6th 
and every 35 days thereafter 
Threugh bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or te 


PACIFIC MAIL STEAMSHIP Co. 
08 Collteyntn Bin Den re ot Te ©. Y- 
Mamentine Agente U.S. Shinning Geasd’ 


BAITIC SCANDINAVIAN 
FAST FREIGHT SERVICE 


To—Copenhagen, Riga, Reval and Helsingfors 
Other Baltic-Scandinavian Ports as Cargo Offers 
U. S. S. B. A-1 Steel Steamers Carrying U.S. Mail 


FROM PHILADELPHIA 
S. S. Belvidere . . First Half May 
FROM NEW YORK 
S.S. Belvidere ..... . Last Half May 
(Now Receiving Pier 22, Brooklyn) 


Through Bills of Lading to all Baltic and 
Scandinavian Ports 


When shipping to Baltic-Scandinavian Ports specify 


SUSQUEHANN 


STEAMSHIP COMPANY, Inc- 
2 STONE ST.N.Y.C. Bow/ing Green 2953-8 


Philadelphia Agents: S.L.BURGESS & CO. 
928 LAFAYETTE BLDG. Lombard 2972 
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Through error by billing agent, car was forwarded to us 
collect and railroad collected freight and war tax from us. A 
day or two later they received correct billing, showing charges 
prepaid, and they refunded us the amount of freight and war 
tax we had paid. 

The railroad company is now asking us to pay them back 
the war tax which they refunded to us, claiming that they re- 
funded the war tax in error and that we should file claim against 
the government for it. 

We have declined payment, inasmuch as it was the railroad 
company’s error in collecting from us on the start. Give us 
your opinion, please. 

Answer: Under the provisions of the regulations issued by 
the Treasury Department, claims for refund of taxes which have 
been erroneously or illegally collected must be made to the 
Treasury Department by the person who actually paid the tax 
to the transportation company. 


Claims for Overcharges Accruing During Federal Control 


Missouri.—Question: This firm has a number of straight 
overcharge claims on shipments moved during federal control, 
between the dates of June 1, 1918, and January 1, 1920, and we 
are unable to get any comprehensive idea of the correct way 
to file these claims with. the Interstate Commerce Commission. 

In filing a number of the claims, which we have already 
sent to them, we used the standard overcharge claim form, and 
as nearly as possible gave the classification authority, and the 
rate authority on which we based our claims, together with origi- 
nal expense bill, bill of lading, and invoice. We sent these 
claims to the Commission by registered mail and received a 
return receipt, but to date we have received no acceptance 
number or means of knowing whether or not the claims have 
been accepted. 

Will you advise us what method is used by the Commission 
in either refusing or accepting straight overcharge claims? 

During the federal control we had a number of cars of 
pianos moving from Boston, Mass., and New York City, re- 
spectively, to Oklahoma City and Tulsa, Okla., and in every 
case we were assessed freight on the St. Louis combination of 
rates, whereas the Cincinnati combination of rates is cheaper 
to us, at approximately 10 cents per cwt. Is this type of claim 
considered a straight overcharge claim, and also, has the statute 
of limitations expired? From what we are able to gain from 
the Conference rulings of the Commission, this type of claim is 
outlawed in two years. Will you advise us your opinion con- 
cerning this matter? 

Answer: Under section 16 of the interstate commerce act 
a claim for reparation, including a claim covering an alleged 
overcharge, must be filed with the Interstate Commerce Com- 
mission within two years after the cause of action accrues, that 
is, within two years after delivery of the shipment or tender 
thereof. 

Section 206 (c) of the transportation act, 1920, has, however, 
been recently amended so as to permit the filing of claims for 
straight overcharges with the Interstate Commerce Commission 
within two years and six months after termination of federal 
control. 

Accounting Circular No. 164, promulgated March 8, 1922, 
by the Comptroller of the United States Railroad Administra- 
tion, outlines the procedure which which claims for straight 
overcharges are to be handled by the carriers which were under 
federal control. This circular provides that any overcharge 
claim filed with any such carrier after September 1, 1921, shall 
be returned to the claimant with the suggestion that it be filed 
directly with the Interstate Commerce Commission, it being 
understood that the Commission will give each claim a file num- 
ber and will return same to the claimant with the suggestion 
that the claim be taken up with the carrier and if an adjustment 
cannot be secured that it be promptly brought to the attention 
of the Commission. 

As your claims were, we understand, filed directly with the 
Commission, without having first been submitted to the inter- 
ested carriers, you will no doubt, in due time, receive an ac- 
knowledgment of the same from the Commission with the re- 
turn of the claims, suggesting that they be handled with the 
carriers interested. 

If a settlement cannot be secured you can then file them 
with the Commission as an informal complaint, in accordance 
with the Commission’s Rules of Practice, and then, in the event 
you are advised by the Commission that the claims cannot be 
handled to a conclusion on its informal docket, you may transfer 
the claims to the formal docket of the Commission, provided 
your claim is filed with the Commission within six months after 
the advice from the Commission that they cannot be handled 
on the informal docket. 

As regards the shipments of pianos, it depends upon the 
conditions under which the shipments were made whether or 
not reparation may be had. 

If no through rates were in effect and the shipper did not 
specify any rating, it was the duty of the carriers to forward 
the shipments via the cheapest reasonable route. and, failing 
to do so, should refund, as an overcharge, the difference be- 


tween the rate charged and that applicable via the route over 
which the lowest rate applied. 


Liability of Carrier for Execution of Bill of Lading Containing 
Provision Impossible of Execution 


Indiana.—Question: On December 2, 1920, we issued a bill 
of lading from our station to station A, Pennsylvania. After 
being in transit seven or eight days, we were notified by the 
agent at station B, Pennsylvania, that car had arrived and asked 
disposition. We wired him: “The car billed A belongs p 
Company, C, New York.” Without further instructions or noti- 
fication to anyone, he sent the car to the D Company, at ¢, 
New York. On investigation we found that A was not on q 
railroad in Pennsylvania, but an inland town near B, Pennsy)- 
vania. We also found that car should have been billed to A 
New York, instead of A Pennsylvania. As there were no through 
billing rates from B, Pennsylvania, to C, New York, a flat rate 
amounting to over $200 was charged the D Company. 

We do not feel liable for these charges. First, because the 
agent at originating point did not check up to find if A was 
on a railroad in Pennsylvania. Second, we did not give author. 
ity to the agent at B, Pennsylvania, to rebill this to C, New 
York. Third, we notified him that the car belonged to the D 
Company, whom we believe should have issued instructions as 
to the disposition of the car. We will be pleased to have your 
opinion. 

Answer: In the Commission’s Conference Ruling 474 (C) 
it is said: “The obligation lawfully rests upon the carrier’s 
agent to refrain from executing a bill of lading which contains 
provisions that cannot lawfully be complied with or provisions 
which are contradictory, and therefore impossible of execution.” 

In accepting a shipment and signing a bill of lading show- 
ing “A,” Pennsylvania, as the destination of the shipment, the 
carrier executed a bill of lading the provisions of which could 
not be complied with, and the carrier could apparently have 
been required to have transported the shipment to its proper 
destination, namely, “A,” New York, without extra expense. 

The carrier’s agent evidently construed your wire to be 
instructions to forward the shipment to “C,’” New York. How- 
ever, if the shipment moved on a straight bill of lading, the 
title to the goods presumptively being in the consignee, the 
carrier’s agent was not warranted in placing such an interpreta- 
tion upon the contents of the wire, and the extra expense should, 
therefore, not be charged to your account. 


Liability of Carrier—Discrepancy Between Origin and Destina- 


tion Weights 
Missouri.—Question: On page 240 of July 30, 1921, Traffic 
World, we find the following, under “Pennsylvania”: “A re- 


ceipt in the bill of lading, however, is not conclusive as to the 
amount of goods received and it is always competent to show 
as between the parties that the quantity actually delivered was 
less than named in the receipt. Therefore, in the instant case, 
the burden is on the carrier to prove that the amount stated 
in the bill of lading was not actually received, and this burden 
can only be discharged by showing that a mistake was made 
in weighing.” 

Where a shipment is signed for by the carrier and loaded 
by it with shipper’s weight shown on the bill of lading as 112 
pounds and is weighed by the consignee in the presence of 
their local agent with the result of 96 pounds and carrier de 
clines to admit liability, stating that the goods apparently were 
in the same condition when delivered at destination as when 
received at point of origin, can such carrier exempt itself from 
liability under such circumstances, also what proof is neces- 
sary from the carrier before they are within their rights to 
decline such a claim? 

Answer: As we stated in the above referred to answer, the 
delivery of a lesser amount than that recited in the bill of 
lading places upon the carrier the burden of showing that the 
amount stated in the bill of lading was not actually received. 
The proof the carrier must produce to sustain this burden is 
such that a jury would be justified in finding that, notwith- 
standing the statement in the bill as to the amount received, 
only the amount delivered at destination was in fact received 
for transportation. What this proof will consist of depends 


upon the circumstances and conditions under which a shiD- 
ment is made. 


Title to Goods Sold F. O. B. Destination Remains in Seller, 
Unless Terms of Sale Clearly Show Contrary Intention 
Ohio. Question: I will appreciate information as regards 

the subject, “Risk of Transportation—Buyer vs. Seller,” carried 

in The Traffic World, issue of April 15, 1921, page 834, question 
by “Texas.” 

Would a delivery by seller to carrier in which the buyer 
designated the routing and the seller complied absolutely with 
delivery to named carrier and where the terms of sale betwee? 
the buyer and the seller on an f. o. b. destination basis, consti- 
tute full performance of seller’s obligation as to delivery. a2 
would this relieve seller entirely of all responsibility as to de- 
livery, or would the terms of sale f. o. b. destination take prece 
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SAY IT WITH FREIGHT 


Lackawanna 
Railroad 





























If you want your freight transported with care and 
celerity consign it via the Lackawanna Railroad, “mile 
for mile the most highly developed railroad in America.” 


If you contemplate locating an industrial plant 
or warehouse in the territory through which 
the Lackawanna Railroad passes communicate 
with Mr. J. F. Muller, Industrial Agent, Lacka- 
wanna Railroad, 90 West St, New York City. 










Te St. Louis and Kansas City fj... * 

Fo Calcage yf BFL. w. Louls and Memphis Traffic Representatives: 
Temples WACO Traffic Manager 

Cameron y ’ 

Laredo, T 
To New Orleans_y wW.C. Beaman, rioters 
o& = Asst. Traffic Manager, 

HOUSTON <<.Q” Laredo, Texas 
\ J. P. Craven, 


MN. General Agent, 
eneral Agen as Chicas 
C. W. Fish, 
Forei Peclahs Agent, 
——— 












Texas Mexican 
Railway Company 


916 C Building, 
t. Louis, Mo. 





Mr. Consignee: 

C Ixtle, Sisal, Hides, 
¢* Skins and Hair, Metals 
a (Silver, Copper, Lead and 
ae Zinc), Arsenic, Turpentine, Can- 
@ delilla Wax, Pecans (in season), 
Rubber (Crude), Coffee, Beans, Baskets, 
Pottery, Bones, Sarsaparilla Root, Manganese 
Ore, Rope and Twine, Garlic, Mercury ard 
Crude Petroleum are the chief articles of im- 
portation from Mexico. These articles when 
imported are shipped to various points in the United States, and some to European destinations. 






























There is usually a supply of Ixtle in storage at Laredo ready for immediate shipment. Should 
you be interested, write or wire us and we will be pleased to put you in touch with the shipper. 


Should you be in the market for any of the other articles mentioned above, let us know. 
Do not hesitate to avail yourself of our service. The Texas Mexican Railway Company pays us 
to render you this service. The only cost to you will be a two cent stamp to mail your letter. 


C. M. FISH, Traffic Manager. 
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dence and preference and make the seller liable for goods until 
delivered at destination? 

In other words, a designation of routing by buyer and a 
full compliance by seller, would this relieve the seller entirely 
as to responsibility and place the burden on buyer regardless 
of whether terms of sale were f. o. b. shipping point or f. o. b. 
destination? The point I am trying to get clear on:is a com- 
pliance by the seller with the buyer’s routing; in this case the 
carrier becomes the agent of the buyer and, so far as the buyer 
and seller are concerned, the responsibility for loss, damage, 
overcharge, time consumed in transit, etc., is entirely one be- 
tween the buyer and the carrier and is not a matter of respon- 
sibility as between the seller and the carrier. Please furnish 
me citations as to the legality and responsibility of buyer and 
seller and whether the matter of terms of sale would change 
the construction of such an interpretation. 

Answer: Where the provision is f. o. b. at point of ship- 
ment, the title will pass, as a general rule, when the property 
is placed on the cars for shipment; on the other hand, where 
the provision is for delivery f. 0. b. the point of destination, the 
title is not, as a rule, considered to pass until the subject matter 
has reached such point, as the delivery to the carrier is not a 
delivery to the buyer; Cent. of Ga. R. Co. vs. Sou. Ferro Con- 
crete, etc., Co., 68 So. 981; Detroit Sou. R. Co., 107 N. W. 915; 
McNeal vs. Braun, 23 A. 687; still, where the agreement as a 
whole shows clearly that the phrase f. o. b. at point of destina- 
tion was used merely to designate the party by whom the freight 
was to be paid, rather than the place at which delivery and the 
passing of title were to be consummated, it will be so con- 
strued, and the title held to pass at the point of shipment in 
accordance with the intent of the parties. U. S. vs. Andrews, 
27 U. S. 229; W. G. Ward Lbr. Co. vs. American Lumber, etc., 
Co., 93 A. 470 (Pa.). 


RATES ON FROZEN EGGS 


Paul P. Hastings, chairman of the standing rate committee 
of the Transcontinental Freight Bureau, was subpoened by the 
complainants in No. 13079, H. J. Keith Co. and the John Layton 
Co., Inc., vs. Director-General, and testified at the hearing on 
that case before Examiner Gault, in Chicago, April 28. 

The case involved alleged undercharges on 129 carloads of 
frozen and dried eggs and parts of eggs, imported from China 
and shipped from San Francisco, Seattle and other Pacific ports 
to points east of Chicago,' during 1918 and 1919. The bills for 
the undercharges were rendered by the Director General in 
February, 1921, and averaged $1.69 a hundred pounds on all the 
eggs and parts of eggs contained in the 129 cars. Originally the 
complaint included charges of unreasonableness to the extent 
that the rates paid exceeded $1.50, but that phase of the case 
was abandoned early in the hearing when it developed that the 
complaining companies had charged back the rates as paid to 
the importers of the eggs. 

The rate paid was the commodity rate in effect on eggs subse- 
quent to June 25, 1918, when General Order 28 cancelled the com- 
modity rate on imported Chinese eggs, and was $2.50 until May 
of the following year and $2 thereafter. The Director-General’s 
contention was that the legal rates were the class rates in effect 
at the time on egg albumen in metal cans, dried eggs and dried 
egg yolks. Mr. Hastings agreed that those were the legal rates 
and that the Director-General was technically in the right in de- 
manding upwards of $100,000 from the egg sellers to cover the 
undercharges. 

“But you do not think the demand is equitable?” asked 
Luther Walter, attorney for the complainants. 

“T do not,” answered Hastings. 

The witness said a number of export commodity rates had 
been reinstated in July, 1919, and that the Chinese egg rate would 
also have been reinstated had the shippers so requested. He said, 
however, that that rate was depressed and that the class rates 
were reasonable maximum rates. 

The facts as to the cars and their movement were put in 
by A. M. Finlay, secretary of the Keith Company. Miss Finlay 
said the claims against these cars were few and were occasioned 
chiefly by loss. She said her company had paid over $112,000 
freight charges on the cars and that their average weight was 
41,000 pounds as compared with shell eggs, which usually load to 
about 15,000 pounds. 

The Director General’s side of the case was put in almost 
wholly by C. B. Ackerman, traffic assistant of the division of 
claims. Mr. Ackerman presented a large amount of statistical evi- 
dence, most of which met with strenuous objections from oppos- 
ing counsel. The compilations, according to the witness, were 
prepared by various carriers from their records, at the request 
of the Railroad Administration. Mr. Walter thought, therefore, 


that they were inadmissable because their compilors were un- - 


available for cross-examination. They were admitted over his 


objections. 

Profile maps of practically all of the transcontinental car- 
riers were also introduced by the witness in an effort to show 
that the class rates called reasonable by the Director-General 
were in fact less than that. 
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Mr. Ackerman insisted that the contents of an egg were not 


in fact an egg and said that if whites and yolks could be shippeg 
under the commodity description “eggs,” shells could also be 
shipped that way. He pointed out that the transcontinental eagt. 
bound tariffs contained a rule forbidding the application of the 
rates therein mentioned to analogous articles, and also that the 
custom of not the rule was to apply the class rates to articles 
analagous to those mentioned in the classification when the a, 
ticles shipped were not specifically mentioned. 


The witness also insisted that the fact that carriers had ae 


cepted the commodity egg rate in payment for shipments of 
frozen and dried eggs and parts of eggs did not prove that the 
egg rate was the proper rate. He said he knew of numerous jp. 
stances where tariffs were improperly applied for years before 











the mistake was discovered. 
e a 

Digest of New Complaints | 

a a 
No. 13665. Sub. No. 1. The Lorain & Southern R. R. Co., Cleveland, 
O., vs. New York Central. 

Alleges that defendant refuses to treat complainant as a com- 
mon carrier, but treats it as a plant facility in the matter of 
allowances for service. Asks that defendant be required to rec. 
ognize complainant as a common carrier. 

No. 13741. Virginia-Carolina Chemical Co., Richmond, Va., vs. Di- 
rector General, as agent. 

Unjust and unreasonable rates on crude sulphur from Bryan- 
mound, Tex., to Blacksburg, S. C. Asks reparation. 

No, 13742. Virginia-Carolina Cremical, Co., Richmond, Va., vs. Di- 
rector General, as agent, and the Washington & Choctaw. 

Unreasonable rates on carload of fertilizer from Mobile to Wil- 
kins, Ala. Asks reparation. 

No. 13743. Virginia-Carolina Chemical Co., Richmond, Va., vs. Di- 
rector General, as agent. 

Unreasonable rate on eight carloads of cottonseed meal from 
Greenville to Mobile, Ala. Asks reparation. 

No: 13744. Virginia-Carolina Chemical Co., Richmond, Va., vs. Di- 
rector General, as agent. 

Unreasonable rates on cottonseed meal from Newberry, S. C., to 
Winston-Salem, N. C. Asks reparation. 

No. 13745. Virginia-Carolina Chemical Co., Richmond, Va., vs. Atlantic 
Coast Line et al. 

Unreasonable rates on phosphate rock from Morgan, Fla., and 
from Telphosco, Fla., to Shreveport, La. Asks reparation. 

No. 13746. Virginia-Carolina Chemical Co., Richmond, Va., vs. Gulf, 
Colorado & Santa Fe et al. 

Unjust and unreasonable rate on crude sulphur from Gulf Hill, 
Tex., to Columbus and Savannah, Ga., and Wilmington, N. ¢. 
Asks reparation. 

No. 13747. American Steel Export Co., New York City, vs. Director 
General, as agent, Southern et al. 

Unjust and unreasonable rates on wire rods from Atlanta, Ga, 
to Galveston, Tex., for export. Asks reparation. 

No. be The Texas Co., New York City, vs. Director General, as 
agent. 

Unjust and unreasonable rates on 4 cars of prepared roofing 
paper from Port Neches, Tex., to Mobile, Ala., for export. Asks 
reparation. 

No. 13748. Sub. No. 1. Same vs. Same. 

Same complaint and prayer as to shipment from Port Neches, 
Tex., to Meridian, Miss. 

No. 13748. Sub. No. 2. Same vs. Same. 

Same complaint and prayer as to shipment from Port Neches, 
Tex., to Greenville, Miss. 

No. 13748. Sub. No. 3. Same vs. Same. 

Same complaint and prayer as to shipment from Port Neches, 
Tex., to Jackson, Miss. 

No. 13749. Philadelphia Quartz Co., Philadelphia, Pa., vs. Pennsyl- 
vania et al. 

Unjust, unreasonable and prejudicial rates on silicate of soda 
from Chester, Pa., to Camden, Riverside and Gloucester, N. J 
Asks cease and desist order and just and reasonable rates. 

No, 13750. American Fruit Growers, Inc. (Crutchfield & Woolfolk 
Division), Pittsburgh, Pa., vs. American Railway Express Co. 

Unjust, unreasonable, discriminatory and preferential rates on 
peaches from Youngstown, N. Y., to Boston, Pittsburgh and Phila- 
delphia. Asks reparation. 

No. 13751. Midland Linseed Products Co., Edgewater, N. J., vs. New 
York Central et al. 

Unjust, unreasonable, discriminatory and prejudicial rates on 
oil meal or oil cake from New York harbor to Toledo, O., and 
Waukegan, Ill. Asks cease and desist order, just and reasonable 
rates and reparation. 

No. 13752. S. Rudolph & Co., Reading, Pa., vs. Director General, 4 
agent, Pennsylvania et al. i 

Unjust and unreasonable rates on scrap iron from points In 

Delaware to Reading. Pa. Asks reparation. : 
No. 13753. Virginia-Carolina Chemical Co., Richmond, Va., vs. Di- 
rector General, as agent. 

Unreasonable rate on two cars of sulphur from Opelika t0 
Wylam, Ala. Asks reparation. 

No. 13754. El Paso Bitulithic Co., El Paso, Tex., vs. El Paso & South- 
western et al. 

Unjust, unreasonable, discriminatory and prejudicial rates 
asphalt from various California points to El Paso, Tex. Asks 
reparation. 

No, 13755. New Mexico Central Railway Co., New York City, ¥5 
Santa Fe. ite 

Asks for order prescribing just, reasonable and equitable div!- 
sions of joint rates on commercial coal and _ just, reasonable 
charges for handling coal between Kennedy and Willard, N. M., 
and that defendant be required to utilize facilities of complainant 
between those points. ss 

No. 13756. Southern Carbon Co., Fairbanks, La., vs. Arkansas & 
Louisiana, Missouri Ry. Co. et al. 

Unjust and unreasonable rates on second-hand iron pipe from 
Coalton and Quinton, Okla., to Fairbanks and Swartz, La. Asks 
cease and desist order, just and reasonable rates and reparation. 

No. 13757. Jefferson & Northwestern Ry. Co., Dallas, Tex., vs. M. K. 


& T. of Texas et-al. en 
Unjust and unreasonable rates, rules and practices in the inter 
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GALVESTON 
The Stone Forwarding Company 


220—21st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 


=24)HAPALANANAUUUANLAUOUADUGOQUQDOEONOUOAUOUONOUONAADUNOROUADEONOQUROROQQDODROD URRDARTRDODAATONONDODOUOGACOUOGONNG 


Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 


STMMUTUUAUUAUUNONUQQGNGQQQUCCUCUAUUONOGOUUOQGUUUURUEOOOOGOQGQQQQGOOGUOOUEONOOGGGUOUUGUOCOUOUOONGAOGGGGQQGGOCUACUOONOOOOGGGGGOOUOCOUAUOOOOOOOG000GQGQUOGOGUUUUUUOOONOOOA STE 


Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 


= 








Storage Complete 


Organization 


Modern 


Forwarding Facilities 


Clean and Well 
Ventilated 


Warehouses 


Distribution 





Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D.T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COMPANY, Inc. ree einer, Gathocnemer, 


Neen 


Members of the American Wareheuseman’s Association 
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change of freight cars with defendant roads. 
desist order and just and reasonable rules, etc. 

No. 13758. Ridenour-Baker Mercantile Co. et al., Oklahoma City, Okla., 
vs. Santa Fe et al. 

Unjust, unreasonable, prejudicial and preferential rates on 
pickles and kindred articles from points in Colorado to destinations 
in Oklahoma. Asks cease and desist order, just and reasonable 
rates and reparation. 

No. 13759. Forbes Mfg. Co., Inc., Hopkinsville, Ky., vs. Yazoo & Mis- 
sissippi Valley et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on forest products from Helena, Ark., to points on the 
lines of the Illinois Central in Kentucky. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 13760. S. E. Stewart, Hartselle, Ala., vs. L. & N.: 

Unjust, unreasonable, discriminatory, preferential and prejudi- 
cial rates which violate long-and-short haul provisions of fourth 
section on wagons and parts thereof from Hopkinsville, Ky., to 
Hartselle, Ala. Asks cease and desist order, just and reasonable 
rates and reparation. 

No. 13762. Standard Oil Co. (California) vs. Arizona Eastern et al. 

Unjust, unreasonable, preferential or prejudicial rates on gaso- 
line and petroleum refined oil from Caspar, Wyo., to various points 
in Arizona. Asks reparation. 

No. 13763. Edward E. Marshall, Philadelphia, Pa., vs. Pennsylvania 
et al. 

Unjust and unreasonable rates on coke from Elkhorn, W. Va., 
to Harrisburg, Pa. Asks cease and desist order, just and reason- 
able rates and reparation. 

No. 13764. Richmond Guano Co., Aberdeen & 
Rockfish et al. 

Unjust and unreasonable rates on fertilizer from Richmond, Va., 
to destination points in North Carolina. Asks cease and desist 
order, just and reasonable rates, and reparation. 

No. 13765. Saginaw & Manistee Lumber Co. et al., Williams, Ariz., vs. 
Santa Fe et al. . 

Unjust, unreasonable, discriminatory and prejudicial rates on 
lumber, box and crate material and other forest products between 
Williams, Flagstaff and Holbrook, Ariz., and points on the border 
of Arizona and Mexico. Asks just and reasonable rates. 

No. 13766. The Ozark Cider & Vinegar Co., Rogers, Ark., vs. Director- 
General, as agent. 

Unjust, unreasonable, preferential or prejudicial rates on 24 car- 
loads of cull or windfall apples from stations on Missouri & North 
Arkansas to Rogers, Ark. Asks reparation. . 

No. 13767. The Ozark Cider & Vinegar Co., Rogers, Ark., vs. Director- 
General as agent. 

Unjust, unreasonable, preferential or prejudicial rates on_ 13 
earloads of cull or windfall apples from stations on Kansas City 
Southern in Missouri to Rogers, Ark. Asks reparation. 


Asks cease and 


Richmond, Va., vs. 


Co 
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name and style of Garrette & Agnew, San Francisco, Cal. vs 
Southern Pacific et al. ~ os 

Unjust, unreasonable; discriminatory and. -prejudicial. rates on 
barley from Subaco, Cal., to New Orleans, La. 


Asks reparation, 





MIDLAND VALLEY BONDS 
The Midland Valley Railroad Company has been authorizeg 
by the Commission to issue $541,000 of first mortgage 5 per; 
cent gold bonds which may be sold at not less than 75 per cent 
of par or pledged for short-term notes. 


OREGON SHORT LINE EXTENSION 
The Oregon Short Line Railroad Company has been author. 
ized by the Commission to construct an extension of its Home. 
dale branch from its present terminus at Homedale, Idaho, in a 
southeasterly direction a distance of 7.5 miles, in Owyhee county, 
Idaho. The line will reach irrigated farm lands. The company 
was also authorized to retain the excess earnings for 10 years, 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau shows 9,938 
cars held overtime in February, 1922—a percentage of 07.61— 
as against 7,854, or a percentage of 06.46, for February, 1921. 


TELEPHONE CONSOLIDATION 


The Commission has issued a certificate approving the ac. 
quisition by lease by the Pacific Telephone & Telegraph Com- 
pany of the property of the Northwestern Long Distance Tele- 


phone Company. The companies operate in Oregon and Wash- 
ington. 


BRANCH LINE IN UTAH 
The Los Angeles & Salt Lake Railroad Company has ap- 
plied to the Commission for authority to construct a branch 
line from Delta, Utah, to Filmore, Utah. There will be 35 
miles of main track in the branch. The territory traversed by 
the proposed line is not now served by any railroad, the com- 





No. 13768. R. R. Agnew and others, doing business under the firm pany said, and it is becoming an important agricultural section. 
a 

| C) e | 
ry if 

: Docket of the Commission : 
ee 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancei- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


mer 8—Washington, D. C.—Examiner Kelley: 
aluation Docket No. 16—In re tentative valuation of the property 
of Bowdon Ry. Co. 
as? 8—Washington, D. C.—Examiner Pattison: 
aluation Docket No. 102—In re the tentative valuation of the prop- 
erty of the Riverside, Rialto & Pacific R. R. Co. 
May 8—Chicago, Ill.—Examiner H. W. Johnson: 
Fourth Section Applications 1851, 1857,, 1858, 1861, 1899, 860, 861, 
2295, 2809, 2896, 442, 4012, 4532, 3186, 3193, 1906, 1907 and others. 
Numerous fourth section applications of W. H. Hosmer and individ- 
ual carriers which involve class and commodity rates in and ad- 
jacent to Western Trunk Line territory. 
May 8—Washington,.D. C.—Examiner Jewell: 
4800—Sloss-Sheffield Steel and Iron Co. et al. vs. L. & N. et al. 
May 8—Denver, Colo.—Examiner Woodrow: 
13545—The Grimes Co. (formerly the Western Iron and Metal Yard 
Co.) vs. D. & R. G. W. et al. 
bi as Hendrie & Bolthoff Mfg. and Supply Co. vs. C. B. & Q. 
et al. 
May 8—Atlanta, Ga.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
May 8—Kansas City, Mo.—Examiner Fuller: 
1. and S. 1523—Non-absorption of switching charges of the Kansas 
City Railways Co. 
May 8—Lynchburg, Va.—Examiner McGrath: 
13389—Lynchburg Foundrry Co. vs. N. & W. et al. 
May 9—Washington, D. C.—Examiner Burnside: 
13549—Divisions of joint rates, fares and charges on traffic inter- 
changed between the Nevada-California-Oregon Ry. and its con- 
nections. 
May 9—Denver, Colo.—Examiner Woodrow: 
13507—The Colorado Fuel and Iron Co. vs. Director General. 
13542—The Colorado Fuel and Iron Co. vs. Director General. 
13489—The Colorado Fuel and Iron Co. vs. Director General. 
er ngreurs, W. Va.—Examiner Worthington: 
) 


oon Parkersburg Rig and Reel Co. vs. Director General, B. & 
. et al. 


13537—The Parkersburg Rig and Reel Co. vs. C. M. & St. P. et al. 

13506—The Parkersburg Rig and Reel Co. vs. St. L.-S. F. et al. 

mee 10—Louisville, Ky.—Examiner Cassidy: 

13525—Calumet Fertilizer Co. vs. L. & N. et al. 

May 10—Argument at Washington, D. C.: 

Finance Docket 1258—In the matter of the application of the Duluth 
& Northern Minnesota R. R. Co. for a certificate of public con- 
venience and necessity. 

May 10—Denver, Colo.—Examiner Pattison: 
13588—Western coal rates. 
Moy. 10—Denver, Colo.—Examiner Woodrow: 


41—The Larimer County Co-operative Milk Condensery Co. vs. 
Director General. 


ron 11—Philadelphia, Pa.—Examiner Quevedo: 
12840—G. B. Markle Co., now Jeddo-Highland Coal Co. vs. Director 
General. 

Mex 11—Tulsa, Okla.—Examiner Fuller: 
13553—Empire Refineries, Inc., et al. vs. A. T. & S. F. et al. 
13552—Empire Refineries, Inc., et al. vs. A. T. & S. F. et al. 

a> 11—Washington, D. C.—Examiner Hartman: 

aluation Docket No. 2—In re supplemental tentative valuation of 
the property of the Texas Midland R. R. 

May 11—Washington, D. C.—Examiner Kelley: 

Valuation Docket No. 126—In re tentative valuation of the property 
of Western Pacific Ry. Co. 

May 11 and 12—Argument at Washington, D. C.: 
8182—Western cement rates. 
11829—Nebraska rates, fares and charges. 


May 11—Louisville, Ky.—Examiner Cassidy: 
13572—United States Coal and Coke Co. vs. Director General, L. & N. 


May 11—Washington, D. C.—Examiner Jewell: 
I. = 1528—Cancellation of through rates on apples from Pacific 
coast. 
May 12—Denver, Colo.—Examiner Woodrow: 
* I, & S. 1538—Soft coal from Curtis Mine, Colo. Fourth Section Ap- 
— No. 4551, filed by the Denver, Northwestern & Pacific 
y. Co. 
May 12—Wildwood, N. J.—Examiner Quevedo: 
13419—Atlantic City R. R. Co. vs. Wildwood & Delaware Bay Short 
Line R. R. Co. 
May 12—New Orleans, La.—Examiner Keeler: 
12681—In re charges for wharfage, handling, storage and other ac- 
cessorial services at south Atlantic and gulf ports. 
May 12—Tulsa, Okla.—Examiner Fuller: 
a Iron Works vs. Director General, C. C. C. & St. L. 
et al. 
May 18—Washington, D. C.—Commissioner Meyer and Examiner Hatt- 
man: 
* Valuation Docket 15—In re Tonopah & Tidewater R. R. Co. 
May 13—Columbus, O.—Examiner Worthington: 
13645—The Pure Oil Co. vs. Director General. 
ae’ 13—Duluth, Minn.—Examiner Gaddess: 
13647—Hamilton Furnace Co. vs. B. & O. et al. 
a! 13—Argument at Washington, D. C.:: 
aluation Docket 1—In re tentative valuation of the properties of 
Atlanta, Birmingham & Atlantic R. R. Co., Alabama Terminal B. 
R. Co. and Georgia Terminal Co. 
May 15—Washington, D. C.—Examiner Bartel: 
13675—In the matter of routing of traffic over the lines of the K. ¢: 
M. & O. (W. T. Kemper, Recv.), the K. C. M. & O. Ry. Co. of 
Texas. 
May 15—Memphis, Tenn.—Examiner Cassidy: 


1. and S. 11—Wasteful service by tap lines—Prescott & Northwest 
ern R. R. Co. and Ouachita & Northwestern R. R. Co. 


May 15—Minneapolis, Minn.—Examiner Gaddess: 
13268—South Shore Cedar Co. et al. vs. Director General. 
13554—J. C. Sewell & Co. vs. Director General. 
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DISTRIBUTION 
FACILITIES UNSURPASSED SWITCH TRACKS CONNECT WITH ALL RAILROADS 
EQUIPPED WITH SPRINKLER SYSTEM — LOWEST INSURANCE RATE _ EFFICIENCY WATCHMAN SERVICE 
COOL AND CLEAN BUILDING OUR WATCHWORD—“SERVICE” 
LET US HAVE YOUR INQUIRIES 
THE DOUGLAS PUBLIC SERVICE CORPORATION, INC. 


118 North Front Street New Orleans, Louisiana 





INTERSTATE COMMERCE COMMISSION 


Southeastern Class Rate Investigation 


Investigation instituted by the Commission of class rates applicable in interstate commerce within southern ter- 
ritory; between that territory and Ohio River crossings and points in Illinois, Buffalo-Pittsburgh and central territories, 
and between that territory and Virginia cities, and points in Trunk Line and New England territories. The Commission 
in fixing interstate rates will consult with the state commissions with a view to bringing about greater harmony between 
intrastate and interstate rates. Numerous fourth section departures are also involved. 

First hearing begins at Atlanta on May 22nd; subsequent hearings are to be held at Asheville, Cincinnati and 
New York. 

For copies of Official Stenographer’s Minutes address the undersigned. 


United States Shipping Board 


Hearings on question of whether adequate facilities exist to warrant enforcement of section 28 of the Merchant 
Marine Act of 1920; affecting movement of tonnage through the ports under preferential export rates to ships oper- 
ating under the American flag. 


Hearings to be held as follows: 


Oe ere April 24-25 yO” | a ee A eee July 6 
PI NOMS 51555 catar oni! 51S)s Ghar Bnd palo ohocReate waielelw ot May 11 OE. SECO, MAE, . 5) «0. 5: nig swe Sh 'et Glo om ainiedin Sino Rol July 9 
TCWG MMPERONS EAN oes 6. clo 41-8 Sie aicon orn sbieren seas evecare May 15 POE EM avo re lake v ake aiiaidtanglel stave fre-aensl ela in Oo eI July 12 
JR Re Ee eerserresre rey rrre sri fs June 6 Me ain SI ERIE aan ie ee Bere ar a Sar es July 15 
ee ee ee June 8 


For copies of Official Stenographer’s Minutes address the undersigned. 


National Association of Railway and Utilities Commissioners 


Convention held Atlanta, Ga., October, 1921; next convention to be held Detroit, Mich., September, 1922. 
Valuable reports and discussions on matters affecting all public utilities under the jurisdiction of the various state 
commissions of the United States. 


Official copies of 1921 convention now on press. Price, $5.00 per copy. 
For Official Stenographic Report address the undersigned. 


THE STATE LAW REPORTING COMPANY 
OFFICIAL REPORTERS: Interstate Commerce Commission. 
United States Shipping Board. 
National Association of Railway and Utilities Commissioners. 
235 BROADWAY Publishers of Law Reports NEW YORK CITY 
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May 15—Chicago, Ill.—Examiner Butler: May 17—Fort Worth, Tex.—Examiner Fuller: 
13403—Globe Rendering Co. vs. Director General. I. and S. No. 1529—Restriction in routing on traffic from Pacific 
13458—Ben D. Anguish et al. vs. Ala. & Vicksburg Ry. et al. northwest to points in Texas. 
May 15—Philadelphia, Pa.—Examiner Quevedo: on 17—Chicago, Ill.—Examiner Butler: : 
13520—The Atlantic Refining Co. vs. Director General, Pa. R. R. 13639—The Creamery Package Mfg. Co. vs. Director General, Pere 
13495—E. I. DuPont de Nemours & Co. vs. Director General, New Marquette et al. : EDIT 
Orleans & Northeastern R. R. et al. 13684—The Creamery Package Mfg. Co. vs. Director General, Pere 
13495, oon No. 1—E. I. DuPont de Nemours & Co. vs. Ill. Cent. R. R. Marquette Ry. et al. Se 
et al. _ .—Examiner Quevedo: 
13495, Sub. No. 2—E. I. DuPont de Nemours & Co. vs. Director Gen- "ice tee Powder — P. oF Ry. et al. ) 
eral, Ill. Cent. R. R. et al. 
ve ‘ . 7 May 17—Washington, D. C.: URF 
May 15—Cincinnati, O.—Examiner Worthington: 13528—Investigation of power brakes and appliances for operating ¢ 
13605—The Dewey Bros, Co. vs. C. & O. Ry. et al. power brake systems. 
13603—The Dewey Bros. Co. vs. N. & W. Ry. et al. M 17—Jack Mi E ier Cuneiey: Pi 
Such portions of fourth section application No. 1561, filed by the +3565—Mac son, Coffe, ogee 5 Ort a 
Norforlk & Western Ry. Co., by which carriers named as parties Cc Saeetter @ o y t al Yenc age rtheastern R. R 
thereto ask, among other things, for authority to continue to G., SPOT Venere: Ce a. . 
charge for the transportation of coal, in carloads, from Caples, — 17—Cincinnati, O.—Examiner Worthington: 
Excelsior, Pageton, Springton and Susanna, W. Va., to Loveland, 13533—The Cincinnati Grain and Hay Exchange Co. et al. vs. Aber. | 
O., rates which are lower than the rates contemporaneously main- deen & Rockfish R. R. Co. et al. DECI: 
tained on like traffic to Blanchester, Leesburg and Lynchburg, O., May 18—Fort Worth, T’ex.—Examiner Fuller: ’ 
and other intermediate points. 1%560—Acme Coffee Co. et al. vs. Beaumont, Sour Lake & Western Ce 
13604—The Dewey Bros. Co. vs. L. & N. et al. Ry. Co. et al. 
Moy 15—Fort Worth, Tex.—Examiner Fuller: 13560, Sub. No. 1—The Cooper Grocery Co. et al. vs. The Beaumont, F 
13558—John A. Hunt & Co. vs. Ft. Worth & Rio Grande Ry. Co. Sour Lake & Western Ry. Co. et al. 
et al. 13559—National Coffee Co. et al. vs. Gulf, Colorado & Santa Fe Ry, K 
May 15—Salt Lake City, Utah—Examiner Pattison: et al. 
9613—Cameron Coal Co. et al. vs. A. T. & S. F. et al. (Further May 18—Chicago, Ill.—Examiner Butler: M 
hearing.) 13680—Armour & Co. vs. Director General. 
13588—Western coal rates. 13681—Armour & Co. vs. Director General. Ss 
May 145—Washington, D. C.—Examiner Marchand: 13682—Armour & Co. vs. Director General. 
aluation Docket No. 149—In re tentative valuations of the prop- as 18—Cincinnati, O.—Examiner Worthington: 
erties of Mobile & Ohio R. R. Co. and Warrior Southern Ry. Co. 13626—The Big Mandy Coal and Mining Co. vs. Lenox R. R. Co, Il 
Valuation Docket No. 31—In re tentative valuations of the properties et al. 
of the Norfolk Southern R. R. Co., Atlantic & North Carolina R. R. May 18—New Orleans, La.—Examiner Cassidy: P 
Co., and Carthage & Pinehurst R. R. Co. 13336—Neal Veneer Co. vs. Marianna & Blountstown R. R. et al. 
May 15—Galveston, Tex.—Examiner Keeler: May 18—Argument at Washington, D. C.: 
12681—In re charges for wharfage, handling, storage and other ac- 16704—Tidewater Oil Co. vs. Director General, C. R. R. of N. J. et al F 
cessorial services at south Atlantic and gulf ports. 1. and S. 1490—Grain from I. C. R. R. Illinois points to New Orleans, 
May 15—Argument at Washington, D. C.: La., for export. a ; 
11105—United Chemical and Organic Products Co. vs. Director Gen- 10526—Anaconda Copper Mining Co. et al. vs. Director General, Ann F 
eral, I. H. B. et al. Arbor et al. ’ : : 
9922—Lake Charles Rice Milling Co. vs. Abilene & Northern, Director 10581—American Smelting and Refining Co. et al. vs. Director Gen- A 
General, et al. (As to transit at Lake Charles.) eral, Ann Arbor et al. 
9922—Lake Charles Rice Milling Co. vs. Abilene & Northern et al. May 19—Butte, Mont.—Examiner Keene: F 
(As outlined on page 41 of I. C. C. 63.) * 12929—Interstate rates on grain, grain products and hay, in car- 
673 and 678. loads, between points in the western and mountain-Pacific groups. E 
May 15—Washington, D. C.—Examiner Burnside: ; , * 
13668—In the matter of divisions of joint rates, fares and charges May 19—New York, N. Y._Examiner Quevedo: 
on traffic interchanged between the Kansas City, Mexico & Orient 11755—Raritan Copper Works vs. Director General, N. Y. O. & W. iS 
R. R. Co. (William T. Kemper, receiver) and the Kansas City, 


et al. 
=a New Jersey Zinc Co. vs. Director General, A. T. & S.F. E 
et al. 
a 19—St. Louis, Mo.—Examiner Keller: 
12737—Slogo Coal Corporation vs. Mo. Pac. et al. 


Mexico & Orient Ry. Co. of Texas and their connections. 


m7 16—Omaha, Neb.—Examiner Disque: 
13273—In the matter of interstate and intrastate rates for the trans- 
portation of ordinary live stock, in carloads, from points in Ne- 


12737, Sub. No. 1—Perry County Coal Corp. vs. B. & O. et al. TEN’ 
oreane to Omaha a oe pape mee ae in oe — to hag May 19—Milwaukee sonst re Mt Sian 
on e same commodity, in carloads, from points in ebraska to “J A ‘ 
Kansas City and St. Joseph, Mo., and Sioux City, Ia. 13459—Central Wisconsin Supply Co. vs. C. M. & St. P. et al. SHIP 


May 19—Argument at Washington, D. C.: 


May 16—Washington, D. C.—Chief Examiner Quirk: 1. and S. 1431—Cotton and cotton linters from Mississippi Valley 


11567—The Order of United Commercial Travelers of America vs, 


oints a 
Pullman Co. (further hearing). Ma oer tte, Mont.—Examiner Pattison: 
May 16—Argument at Washington, D. C.: y, 38, ete a ae , : 
1oe-—-Aliewances of mileage for Mississippi River crossings. 135 "Weatern coal rates. P ioe 
12009—Natchez Chamber of Commerce vs. Natchez & Southern et al. May 19—Chicago, Ill—Examiner Butler: | , ( 
May. 16—Minneapolis, Sinn, —Sieeestees Gedien- 1 i ke Portland Cement Co. vs. Director General and Ill. 
ickinson Grocery Co. vs. Director Gen yo To ee RP. po ag ped ‘ 
& ai “i ‘ae FP. May 20—St. Louis, Mo.—Examiner Keeler: _ MIS 
13611—Northern States Power Co. vs. A. T. & S. F. et al. 13646—Walter A. Zelnicker Supply Co. vs. Director General, Sou. Ry. 
13611, Sub. No. 1—John Morrell & Co. vs. A. T. & S. F. et al. et al . 


1. & S. 1525—Classes and commodities, from Illinois, Indiana, Ken- 
tucky and Missouri to C. & O. Ry. stations. SHI 
May 20—Argument at Washington, D. C.: 
1. and S. 1489—Intermediate switching charges at Toledo, O. ( 
11892—U. S. War Dept., Inland Waterways, Mississippi- Warrior Ser- 
vice, vs. Abilene & Southern et al. 
11893—U. S. War Dept., Inland Waterways, Mississippi-Warrior Ser- THE 
vice, vs. Abilene & Southern et al. 
May 20—Indianapolis, Ind.—Examiner Worthington: 
13463—Indiana State Farm vs. Director General. 
13532—Indiana Coke and Gas Co. vs. B. & O. et al. 





a 16—Chicago, Ill.—Examiner Butler: 
13496—National Brick Co. vs. Director General, C. C. C. & St. L. 
13498—North American Oil and Refining Corp. vs. Director General, 
nu. C. mM. & O. KR. BR. et al. 
13498, Sub. No. 1—North American Oil and Refining Corp. vs. K. C. 
M. & O. R. R. et al. 
13498, Sub. No. 2—North American Oil and Refining Corp. vs. K. C. 
M. & O. R. R. et al. 
“_ 16—Fort Worth, Tex.—Examiner Fuller: 
13619—Ross Bros. Horse and Mule Co. et al. vs. Un. Pac. R. R. et al. 
= Horse & Mule Co. et al. vs. Abilene & South- 
ern Ry. et al. 








- ss 7 i . May 20—Milwaukee, Wis.—Examiner Gaddess: U.S 
Portions of Leland’s fourth section applications Nos. 461, 462, 621, 13516—The Chamber of Commerce of the City of Milwaukee vs. C. B. 
673, 678. & Q. et al. PER 
RAI 
DIRECTORY OF ATTORNEYS iitsiit Cnnance Comassion | ff 
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QUE 


GEORGE N. BROWN GEORGE L. BOYLE 
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Commerce Commission 
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Mr. Traffic Man:— 


Have You a Chicago 
Warehousing Problem? 


Save yourself and your Company Time, 
Money and Worry by distributing your prod- 
ucts to your midwestern trade through the 
unexcelled storage and traffic facilities of 


Chicago’s 
Big Downtown Warehouse 


located at the Pennsylvania System’s immense 
Polk Street Terminal. 


This Mammoth Institution 


is at your disposal, offering to you: 


1. The best space in Downtown Chicago for 
the storage of spot stocks readily accessible to 
your Chicago trade. 


2. Superior facilities for breaking pool cars 
and for prompt less-carload reshipment to des- 
tinations anywhere without cartage. 


3. Storage-in-transit privileges. 


4. The consistently conscientious attention 
of a trained organization. 


Consign your cars in our care and find out 
what constitutes dependable, up-to-the-minute 
warehousing service. 


The Largest Public Warehousing 
Unit West of the Atlantic 
Seaboard 


Considerate—Efficient—Economical — Reliable 


Western Warehousing 
Company 


Polk Street Terminal, Pennsylvania System 


CHICAGO 


**At the Edge of the Loop”’ WILSON V. LITTLE, Supt. 
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Rapid Transit 
And The Gateway— 


‘THE old axiom that the speed 
with which a bottle may be 
v emptied depends upon the neck 
O HAVE 

WHAT YOU WANT holds good in shipping through 
WHEN YOU WANT IT “L.C. L.” freight—the interchange 
gateway is the neck of the bottle. 


Eighty-seven percent of the through “L. C. L.” freight 
routed via ST. LOUIS departs the same day it arrives. 


Because in ST. LOUIS is operated tne most modern, 


up-to-date, efficient, high-speed system of facilities for 

2 the interchange of “LC. L.” freight to be found in 

y any city of the world—a tractor and trailer service 
* 


enabling a fifteen-minute schedule of ten-ton loads 
between depots—a service that has aroused interes* 
everywhere. 


ST. LOUIS loads and sends out 1,000 package cars daily 


Compare these facilities with those of other gateways 
to the west and remember that loss of time may mean 
loss of business! 






In no other large city of the country 1s the problem of freight 
transfer for less-than-carload shipments met as it 1s met in 
ST. LOUIS (gateway to the West and Southwest) by the 


Columbia Terminals Company 


Acting as Agent for All Railroads Entering 


ST. LOUIS 























We serve Write for 
90 percent booklet 
of the business describing 

houses of our transfer 







our city service 


More Than Two Millon Dollars Invested in Factlhttes 
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BOUTRERN PACIFIC LINES 
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Where they reach . Where to reach them 


The Southern Pacific Pioneered 


the use of 


OIL vs. COAL 


Insuring freedom from cinders 


Via SUNSET ROUTE, New Orleans to Pacific Coast. 





The same policy now adopted on our Steamship Line 


NEW YORK TO NEW ORLEANS 
Increases the delights of ONE HUNDRED GOLDEN HOURS AT SEA 


S. S. “Momus” already converted to an Oil Burner 
S. S. “Creole” to follow 
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LUCKENBACH LINES ||| 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 


U. S. Mail Steamers Twin Screw American Steamers 


V 
NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR He 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, | L 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO te 
OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. | 


GENERAL OFFICES: 44 Whitehall Street, New York 


Marquette Bldg. 131 State St. Lafayette Bldg. Oliver Building 1024 Prudential Building Central Bldg. 201 California Street Pierce Building 
| Chicago Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis th 


Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L. C. Smith Bldg. 211 Eleventh St. a Shipping oy ae 
Mobile, Ala. New Orleans, La. Portland Seattle Tacoma, Wash. Vancouver, B. 
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Save Money on Your Freight Shipments 
“How?”’ That is Simple 


Simple, indeed, if those shipments of yours include Household 
Goods, Automobiles or Machinery for domestic points or any- 
thing anywhere for export, and remember that our Consoli- 
dated Carload Service not alone saves you money, but time 
and trouble as well. 


— © or © 


asc met em =e Fe Se |=lCPhlllCHUOC 





“The reason?’ That is simple, too—Consolidation and Co-operation, 
those are the factors which effect all these savings when shipments are 
made through our Consolidated Carload Service. 


a ee ee a 





Export and Domestic Freight Forwarders 


General Offices: 203 So. Dearborn St., Chicago 
Eastern Offices: Woolworth Bldg., New York 











Boston: Old South Building. — Angeles: Van Nuys Building. 
Buffalo: Ellicott Square. San Francisco: Monadnock Building. 
Philadelphia: Drexel Building. Seattle: Alaska Building. 

Cincinnati: Union Trust Building. Portland, = 13th and ew Sts. 


Cleveland: Hippodrome Building. /rite the Nearest Office. 





